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Foreword

The Urban Mass Transportation
Administration’s (UMTA) Service
and Management Demonstration
(SMD) Program was established in
1974 to promote the development
and widespread adoption of
innovative transit services and
transportation management tech-
niques throughout the United
States. The program focuses on
concepts that use existing tfech-
nology to create improvements
which require relatively low levels
of capital investment and which
can be implemented within a short
time frame. Through the SMD Pro-
gram, these concepts are demon-
strated and evaluated to deter-
mine their costs, impacts, and
implementation characteristics.
Evaluation findings are then dis-
seminated through various media
to transportation planners, policy
makers, and transit operators in the
United States and abroad.

This handbook is the first in a series
of documents which synthesize
past SMD evaluation findings to
provide practical guidance to
state and local areas for planning
and implementing short-range
public transportation improve-
ments. This document provides
guidance for designing and
implementing user-side subsidy
programs; subsequent handbooks
will focus on other service con-
cepts. Those wishing to explore a
range of approaches to mesting
identified service needs should
consult the more general docu-
ment: Cost-Effective Public Trans-
portation: Guidellnes for Shorl-
Range Planning (Urban Institute

Report 3072-1, December 1982)
and its companion: A Cost-
Effective Casebook of Short-Range
Actions to Improve Public Trans-
portation (Urban Institute Report
3072-2, December 1982).

The development of this handbook
involved a number of individuals.
Frances Harrison, Lance Neumann,
and Terry Atherton of Cambridge
Systematics, Inc., were the princi-
pal authors. Carol Walb and Jim
Wojno of Cambridge Systematics
were responsible for production
and graphics. Bruce Spear at the
Transportation Systems Center
served as overall project manager,
and Larry Bruno of the Office of
Service and Management Demon-
strations at UMTA provided generall
study direction and review of
drafts. Carol Everett of the Urban
Institute provided useful comments
which helped to shape the final
handbook. Major inputs on the
content and format of the hand-
book were provided by a panel of
state and local transportation pro-
fessionals from six different areas.
These individuals were either
involved in planning user-side sub-
sidy programs or were considering
implementation of programs. )
Panel members were: L. Andre Roy
of the Kentuckiana Regional Plan-
ning and Development Agency
(KIPDA) in Louisville, KY: Priscilla
Cornelio, City of Tucson, AZ: Ray
Olson, Minnesota Department of
Transportation; Keith Moxon, City of
Lincoln, NE: James Wiesehuegel,
Dallas Transit System, Dallas, TX;
and Thomas Knight, Milwaukee
County DPW, Milwaukee, WI.
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Background

User-Side Subsidy Programs:

The Basics

User-side subsidy programs provide
a means of improving the mobility
of selected individuals in a com-
munity without establishing new
transportation services or providing
operating subsidies fo existing
transportation providers. User-side
subsidy programs distribute travel
subsidies directly to users, who may
then select among participating
service providers for their trips.
Major advantages of the user-side
subsidy approach are:

» Already existing operators are
relied upon, avoiding the need
for costly and duplicative new
services.

= The subsidy can be targeted to
a well-defined user group, and
to particular types of trips.

n The amount of subsidy provided
is automatically adjusted to the
number of trips actually made,
as opposed to the vehicle-hours
or miles of service provided.

= When more than one service
provider is Involved, users have
the flexibllity to choose from a
larger menu of transportation
optlons than they would have
under a provider-side subsidy
arrangement. This in turn gives
providers an incentive to
improve their services in order
fo compete for trips.

The following four basic conditions
determine whether a user-side sub-
sidy program is desirable and feas-
ible in a community:

= A commitment to provide
increased mobility for popula-
tlon segments which are prohi-
bited from using existing trans-
portation modes because of
cost.

= Presence of fransportation pro-
viders operating services which
are compatible with the needs
of the Identifled population
segments.

= Availabllity of funds to cover
administrative and subsidy
costs.

m Existence of an agency (or
agencies) to administer the
subsidy program.

Given that these conditions are
met, the design of a suitable pro-
gram involves finding answers to
the following set of questions:

= Who should be eligible for the
program?

= Which service providers should
be involved?

= What kind of mechanism should
be employed for distributing the
subsidies?

= How can control over subsidy
costs be maintained?

= How should the necessary
administrative activities be car-
ried out?

Learning from Experience

This handbook embodies a “plan-
ning by analogy” approach, which
is premised on the fact that the
experience of past and ongoing
user-side subsidy programs can
greatly simplify the process of
designing new programs. U.S. expe-
rience with transportation user-side
subsidy arrangements is consider-
able — arecent national inventory
(2)" identified over 100 programs in
29 states. Over the past several

*Throughout this handbook, numbers in
brackets ( ) refer to reports cited in the
bibliography.



years, UMTA's Service and Man-
agement Demonstrations (SMD)
program has conducted demon-
strations and case study evalua-
tions of user-side subsidy programs
in 11 urban areas providing arich
base of experience for guiding the
planning and implementation of
future efforts. Characteristics of
recent user-side subsidy programs
are displayed in Table 1.

Past user-side subsidy programs
have varied widely, with different
user ellglbility requirements, dif-
ferent types and numbers of sef-
vice providers, different adminis-
tering agencies, and different
mechanisms for providing subsi-
dies 1o users. Three variations are
described below: references to
further documentation of these
and others are provided in the bib-
liography at the end of the
Handbook.

In 1981, Milwaukee County (17).
used $1.3 million in state and
local funds to subsidize 168,000
taxi and chair-car trips made by
handicapped residents. About
7,000 or 60% of the total eligible
population signed up fo receive
subsidies.

When a registered user makes a
trip with one of the five participat-
ing taxi operators or six chair-car
companies, he or she presents an
ID, pays $1.50, and the driver
completes a voucher for the rest
of the trip cost, up to.a $6.50 max-
imum for ambulatory riders, and
$9.50 for riders in wheelchairs. The
user pays the balance of the fare.
Vouchers are submitted periodi-
cally to the Milwaukee County
Public Works Department, which
verifies their accuracy and issues
reimbursement checks to
providers.

Sedttle’s (15) public transit opera-
tor, METRO, subsidizes taxi trips
made by low income, elderly

persons. Of the eligible popula-
tion, 13 percent, or 10,000, were
registered with the subsidy pro-
gram as of mid-1981. The pro-
gram’s 1981 budget, derived
fromn UMTA Section 5 funds, was
$489,000, and the program was
providing about 10,000 trips per
month.

Registrants are entitied to pur-
chase booklets confaining $10
worth of scrip for $5 (a 50 percent
subsidy). The scrip, which comes
in 10-cent, 50-cent and $1
denominations is then turned in
to taxi drivers as payment for trips.
Drivers check user ID cards and
record each subsidized trip on a
tally sheet, which is turned in
along with the collected scrip to
METRO for reimbursement. 26 taxi
operators in Seattle (3 large, and
23 small) participate in the
program.

The Kansas City Department of
Transportation (12), using funds
from the local 1/2-cent sales tax
earmarked for tfransportation,
subsidizes trips made by elderly
and handicapped citizens on
services provided by two taxicab
companies, one for-profit medi-
cal provider, three not-for-profit
social service agencies. and the
city (which operates three vans).
In mid-1978, the program had
13,000 enrollees (22 percent of
the eligible population) and
served about 11,000 trips per
month. The annual 1978 budget
was estimated at $165.000.

Registrants are assigned bunches
of 25 coupons at a time, each
marked with their ID numbers. To
make a trip, they call the city one
day in advance for a reservation.
The city schedules all trips on the
various camiers. When partici-
pants make their trips, they remit
one coupon and either a flat
cash fee of 50 cents, or d zone-
based fee, depending on the
camier. Cariers are reimbursed
$1.75 for each trip served when
they turn in a tally sheet listing all
trips and collected coupons.



Guide to the Handbook

The purpose of this Handbook
is to assist state and local
agencies to plan and imple-
ment user-side subsidy pro-
grams. Because local condi-
tions, perceived transportation
needs, funding availability,
and institutional structures will
be primary factors dictating
how user-side subsidy pro-
grams are shaped, there is no
one best way of planning a
program. Therefore, this
Handbook does not attempt
to be a “cookbook:” its focus
is on providing a framework
for program design, present-
ing past experience in an eqs-
ily accessible form, and serv-
ing as a resource guide.

Because the buik of expe-
rience with user-side subsidy
programs has been oriented
towards “special needs”
transportation, the Handbook
has this focus as well. Accord-
ingly. emphasis is placed on
programs involving paratran-
slt modes, such as faxicabs,
as opposed to fixed-route
transit operations. However,
much of the information pres-
ented is applicable to any
transportation service
arrangement.

The Handbook is divided into two

parts, Program Planning, and Pro-

gram Implementation. The Plan-

ning Section (blue tabs) covers six
types of program design activities:

A. Goals and Objectives
» Setting basic goails and
objectives to guide the
program design process

User Eligibility and Demand

m Establishing program eligi-
bility requirements

s Estimating expected pro-
gram usage and resultant
costs

Involving Service Providers

= Inventorying available
transportation resources

m Enlisting participation of
providers

a Regulatory issues

Subsidy Mechanisms

m Selecting a subsidy mech-
anism (e.g., voucher, scrip,
coupon, etfc.)

m Developing program use
restrictions

m Setting a subsidy level

Program Administration

» Administrative functions

a Overall program
management

m User certification and
registration

m Coupon/scrip distribution

» Monitoring usage and pro-
cessing vouchers, coupons,
scrip

Program Costs and Funding

a Program cost components

s Developing a program
budget

m Estimating total program
costs

s Potential program revenue
sources

The Implementation Section (red
tabs) covers:

G.

The Planning and Implemen-

tation Process

m Scheduling of major plan-
ning and implementation
activities

s Major potential sources of
delay

m Strategies for a phased
implementation process



Table 1: Recent User-Side Subsidy Applications

Location* Total Eligible Eligible Service Subsidy Subsidizing
Population Population Users Providers Mechanism Agency
(1000s) (1000s)
New Jersey 7,000 NA elderly/ bus, rail tickets New Jersey
handicapped DOT
Pittsburgh, (14) 1.450 236 handicapped taxi sCrip Port Authority
PA Transit
Seattle, (15) 1.231 78 over 65 taxi scrip Seattle METRO
WA handicapped
low income
West 1.075 122 over 59 nearly all fixed- tickets West Virginia
Virginla (16) handicapped route & Department of
low income paratransit opera- Welfare
tors in the state
Milwaukee, (17) 965 12 handicapped taxi, chair~ vouchers Milwaukee
wi car companies County DPW
Boston, MA 641 NA elderly/ taxi tickets City of Boston
handicapped
Kansas City, (12) 528 58 over 65 taxi, chair-car tickets Kansas City
MO handicapped companises, city & DOT
social service
agency vans
Oklahoma Clly 367 NA elderly/ taxi, chair-car tickets Central Oklahoma
OK handicapped companies Transportation &
Parking Authority
Arlington, VA 174 NA low income regional transit passes Arlington County
system
Champaign, IL 169 NA elderly/ taxi vouchers Champaign-
handicapped Urbana Mass

Transit District

Montgomery, (7) 159 25 over 65 taxi vouchers (taxi) City of
Al handicapped transit buses tickets (bus) Montgomery




Table 1: Recent User-Side Subsidy Applications (Continued)

Location* Total Eliglble Eligible Service Subsidy Subsidizing
Population Population Users Providers Mechanism Agency
(1000s) (1000s)

Evansville, IN 139 NA elderly/ taxi, bus dial- tickets City of Evansville
handicapped a-tide, chair-car

Los Angeles, (8) 127 30 over 60 taxi coupons Los Angeles

CA handicapped DOT
& welfare

Wilmington,Dover 98 NA elderly/ taxi tickets Delaware DOT

& Lewis, DE handicapped

Sioux Falls, SD 76 NA handicapped taxi, chairr-car  vouchers City of Sioux Falls

Lawrence, (11) 67 10 over 65 taxi tickets City of

MA handicapped Lawrence

Danville, (9) 43 43 over 65 taxi vouchers City of

i handicapped Danville

Bangor, ME 32 NA title XX public bus tickets Eastern Task
eligible Force on Aging

Kinston, (13) 25 5 over 65 toxi scrip City of

NC handicapped Kinston

Milton Township, (10) NA o) over 60 taxi tickets Milton

iL handicapped Township

ColumbiaHts.,MN 20 NA all residents taxi tickets City of Columbia

Hts
Red Wing, MN 16 NA low income taxi, lift- tickets City of Red Wing
equipped bus

Hopkins, MN 15 NA all residents taxi, vans tickets City of Hopkins

Canon City, CO 11 NA all residents taxi coupons Canon City

Exeter, NH 10 NA low income taxi tickets Council on
elderly/ Aging
handicapped

*Numbers in brackets indicate evaluation reports referenced in the bibliography of this handbook. Information about other programs

can be found in reference (2).



Vi

H. Marketing and Community
Lialson
m Which groups to involve
m Marketing techniques and
their effectiveness

.  Negotiating with Service
Providers
a Magjor negotiation issues
m Provisions of typical user-
side subsidy taxi contracts

J. Ongolng Monitoring and
Program Refinement
s Major monitoring system
components and
mechanisms

All of the handbook sections are
interrelated: a choice of subsidy

mechanism will depend on the
types of providers 1o be involved;
an estimate of program cost will
depend on the estimated program
demand:; establishment of eligibil-
ity criteria may be based on total
funds available, and so on. The
user-side subsidy program plan-
ning and implementation process
will be an iterative one, which
cannot be reflected very well in
the structure of a handbook
infended for use in many different
circumstances. Therefore, it should
be emphasized that the order of
the sections is not intended to dic-
tate any “correct” order for pro-
gram planning.



A

Goals and
Objectives

The first step in designing a user-
side subsidy program is to establish
a clear set of goals and objectives
regarding the kinds of mobility
needs to be met, how the program
should fit in with existing transpor-
tation services, and the kinds of
cost limitations and productivity
standards which should be
ensured.

Program Goais

The process of establishing pro-
gram goals should involve the par-
ticipation of all parties who may
have an interest in the program:
the subsidizing agency, potential
participating service providers, user
groups, and other human service
and transportation agencies. The
following list of goals can serve as
a basis for discussion with these
groups and as a starting point to
guide choices of design options
presented in later sections of this
Handbook. It should be noted that
some of these goals may not be
relevant or desirable, depending
on local circumstances.

I. Provide increased mobility
to population segments
unable to afford existing
transportation services
which are geared to their
travel needs.

This is a basic goal of all user-side
subsidy programs. Identifying the
target groups to be served is a pol-
icy choice which should be based
on an inventory of “transportation
disadvantaged” groups in the
population (elderly, young, low-
income, disabled), and of trans-
portation services now available to
these groups (fixed-route, public
and private paratransit). In many

cases, restrictions on available
funding sources for the subsidy
program will determine which
groups may be eligible. Also, limits
on the total program budget will
often necessitate restricting eligibil-
ity to those judged to be the most
“needy.” Defining program eligibil-
ity restrictions is discussed further in
Section B.

Restrictions on trip-making by the
selected target groups provide
another method of controlling
program costs and are a second
major determinant of the kinds of
mobility needs to be served by the
program. Trip-making restrictions
which have been employed
include limiting the number of trips
per user within a given time period,
the total subsidy to be distributed
per trip, and trip purpose prioritiza-
tion. These mechanisms are
detailed in Section D.

It is important to recognize that
while user-side subsidy programs
do provide increased travel oppor-
tunities and stimulate new trip-
making, they also result in modal
shifts for trips already being made
by the target population. In pro-
grams in Montgomery (7) and Kin-
ston (13), it was estimated that
only 14 to 15 percent of program
trips would not have been made in
the absence of the subsidy pro-
gram; in Lawrence (11), project-
induced trips were estimated to be
somewhat higher — 26 percent.
While it can be argued that shifts
from other modes (e.g., mass tran-
sit, getting rides with family
members) implies increased con-
venience for users, nany programs
place priority on providing trips for
people with no other options
available.



Il. Make maximum use of
existing transportation
resources in order to
improve overall system
productivity and provide a
large “menu” of travel
options to users.

Providing the fravel subsidy at the
“user side” of the trip as opposed
to the “provider side” allows the
program to take advantage of the
various existing transportation ser-
vices operating in a community. By
simply lowering the cost of fravel to
users, a range of tfravel opportuni-
ties can be opened up, and exist-
ing systems benefit from increased
demand. Therefore, it is desirable
to involve as many qualified ser-
vice providers In the program as is
administratively feasible. Guidance
on identifying and screening
potential service providers is pres-
ented in Section C.

lll. Preserve a “free market sys-
tem” in which users select
service providers for their
trips and service providers
maintain control over
operational policiles.

In contrast to programs which con-
tract with providers for specific ser-
vices at specified fares, user-side
subsidy programs in their “purest”
form minimize supply-side interfer-
ence. The benefits of this approach
are twofold: first, allowing users to
choose service providers gives
them the flexibility to select servi-
ces which best suit their individual
fravel needs; second, it promotes
compsetition among service pro-
viders who are given an incentive
to attract riders through improved
service quality. If the services
offered by certain providers are not
“up to par.” users can simply elect
to go elsewhere. This kind of system

is clearly simpler and less costly to
administer than one in which strict
control over and monitoring of pro-
viders’ services are maintained.

In some circumstances, the “free
market” approach may not be
feasible, or may conflict with other
program goals. For example, where
only one or two service providers
participate in the program, some
degree of control over the kinds of
services to be available to users
may be desirable. (Negotiating
with service providers on this and
other issues is covered in Section |.)
Similarly, there may be reasons for
exercising some control over users’
choices of service providers. A pro-
gram in Pittsburgh (15), for exam-
ple, has combined a brokerage
system for scheduling trip requests
made by clients of various social
service agencies with a user-side
subsidy program for trips made by
undffiliated individuals. While sys-
tems with centralized trip schedul-
ing do not allow for user choice of
service and thus do not promote
competition, they can be an effec-
tive way of improving service pro-
ductivity — particularly with trans-
portation services geared to the
handicapped which typically
schedule trips in advance. Systems
which rely primarily on taxicabs
may not want to spend too much
effort on grouping rides to improve
service productivity, as demand is
typically low density, and consid-
erable “sacrifice” may be required
in terms of passenger waiting time
for service.

Iv. Complement, don't com-
pete with existing public
transportation services.

There may be some transportation
services operating in the commun-



ity which the user-side subsidy pro-
gram should not compste with or
replace. Fixed-route public transit is
the most common example. Many
user-side subsidy programs using
taxis or other paratransit systems
restrict program eligibility fo those
who are unable o use the public
fransit system. (See Section B for a
discussion of eligibility require-
ments.) Still, as was pointed out
under the first goal it is difficult to
prevent modal shifts from occur-
ring. For example, a survey of pro-
gram users in Seattle (15) revealed
that 18 percent formerly used the
bus for their trips — despite a mar-
keting effort to discourage this
phenomenon.

A second important example is
paratransit service operated by or
under contract to social service
agencies for their clients. Some
user-side subsidy programs which
have not involved these providers
have found that social service
agency client trips are “dumped”
on the new program — with the
result that the amount of “new”
mobility provided by the user-side
subsidy program is decreased.
Both carefully defined eligibility res-
trictions (Section B) and advance
coordination of the program with
social service agencies (Section H)
can guard against this.

V. Relieve some of the pres-
sure on existing transporta-
tion services which do not
have sufficient capacity to
meet demand.

User-side subsidy programs can be
designed to supplement certain
existing services which cannot be
sufficiently expanded to meet
demand. An example of this
approach is a program in Lincoln,
Nebraska, which utilized taxicabs

to handle some of the trips pre-
viously served by the existing pub-
lic "handivan” system. Lincoln’s
goal was to achieve a better
match between users’ service
requirements (e.g., wheelchair
accessibility) and the types of veh-
icles deployed for trips. By provid-
ing a user-side subsidy program
using taxis, Lincoln was able 1o
make more room on vans for riders
requiring wheelchair accessibility.

V1. Make program administra-
tion as simple and inexpen-
sive as possible.

A major advantage of user-side
subsidy programs over other types
of public special-needs transporta-
tion programs is that administrative
costs can be considerably lower.
This is a result of minimizing the
program’s involvement in service
operation activities. Major adminis-
tative functions necessary for user-
side subsidy programs are user reg-
istration and eligibility
determination, distribution of
tickets to users (if tickets are used),
service provider reimbursement,
and monitoring of trip-making
and/or subsidy expenditures.
Design of mechanisms for perform-
ing each of these administrative
functions involves tfradeoffs
between cost and the degree of
control over how subsidy funds

are allocated and tracked. The
cost implications of achieving var-
ious degrees of control should be a
major consideration in program
design. Administrative options are
described in Section E.

Program Objectives
Goals established for the user-side

subsidy program should serve as
the basis for establishing specific



program objectives fo guide day
to day management decisions
and provide a framework for perio-
dic program evaluation. Each pro-
gram objective should be quantif-
lable, or alterncatively, translated
into specific measures of effective-
ness or performance standards.

Examples of objectives which are
related to the above program
goals are presented below. Spe-

cific numbers used in these exam-
ples are based on the perfor-
mance of ongoing programs, and
are not necessarily recommended,
since programs vary considerably.
An effort should be made to select
objectives and performance
standards which are reallstic, yet
which also reflect public expecta-
tions about what the program
should achieve to be worth its
costs.

Goal l: Provide increased mobillty to population segments unable to
afford existing transportation services which are geared to

their travel needs
Objective I-1;

Register at least 20 percent of the eligible population for the subsidy

program.

Objective I-2:

Provide at least two subsidized trips per registered user per month.

Objective I-3:

At least 25 percent of the subsidized trips should be trips which would
not have been made in the absence of the subsidy program.

Goal ll: Make maximum use of exlisting transportation resources

Objective Il-1:

Enlist the participation of all major taxi operators in the program service

qareq.

Goal lll: Preserve a “free market” system

Objective lli-1:

Users should be able to choose between at least two service providers
for their trips within the designated service area.

Goal IV: Complement, don't compete with existing public transporta-

tion services

Objective IV-1:

At least 75 percent of the subsidized trips provided should be trips
which could not have been made on existing fixed route transit

system:s.

Objective IV-2:

Do not subsidize trips presently being subsidized by social service

agencies.




Goal V:

Goal Vi:

Make program administration as simple and Inexpensive as
possible

Objective V-1:
The administrative cost per trip should be kept below $1.50.

Relieve pressure on existing fransportation services

Objective VI-1:

The user-side subsidy program should handle 20 percent of the trips
previously made on other fransportation services to allow these servi-

ces to accommodate additional new trips for which they are better
suited.







B

User
Eligibility
and
Demand

This section provides guidance on
two interrelated activities:

s establishing program eligibility
requirements; and

= projecting program demand
and resulting costs given a par-
ticular set of eligibllity
requirements.

Establishing Program
Eligibility Requirements

Program eligibility requirements are
the key means of targeting subsi-
dies fo particular users. They should
be established so as to be (1)
compatible with restrictions on
available funding sources, (2)
administratively simple to verify,
and (3) consistent with the mobil-
ity goals set for the program (see
Sections E and F of this Handbook
for further discussion of funding
source restrictions and administra-
tive procedures for eligibility
verification).

While user-side subsidy programs
can be targeted to any class of
users (e.g., students, employees of

particular companies, patrons of
specific businesses, the general
public), most programs geared
toward special-needs transporta-
tion have restricted eligibility
based on combinations of the fol-
lowing criteria:

Place of Resldence:
Most programs restrict program
use to residents of the area over
which the subsidy agency has
jurisdiction.

Age:
Some programs use age 60 as
the minimum age for program
eligibility; others use 65.

Income:
Programs in West Virginla (16),
Sedattle (15). and Los Angeles (8)
have incorporated income
requirements into their programs.
Seattle and West Virginla have
defined specific maximum
household income levels accord-
ing to household size; Los
Angeles requires that non-elderly
or handicapped participants
qualify for some kind of aid to the
dependent.




Disabillty:
There is a fair amount of variation
among programs in the definition
of eligibility for non-elderly dis-
abled users. Some leave eligibility
definitions quite vague (e.g.,
“inability fo used fixed-route tran-
sit”) and rely on personal inter-
views and/or social service
agency or doctor’s certification
to judge whether the necessary
conditions are met. Other pro-
grams have specified more rigid
definitions of eligibility — for
example, Milwaukee (17) requires
that users have either some sort
of mobility aid (wheelchar,
walker, or crutches) or be legally
blind. Kinston (6) defined seven
categories of disabilities for pro-
gram eligibility: non-ambulatory
(wheelchair dependent), semi-
ambulatory (including those with
arthritis and heart conditions),
sight disabilities, hearing disabili-
ties, disabilities due to brain, spi-
nal or peripheral nerve injury,
mental retardation, and brain
damage.

In order to guide decisions about
eligibility criteriq, it is useful to
gather as much information as
possible about the number of
elderly, low income, and handi-
capped (by type of disability) per-
sons in the service area. This way,
program demand (and therefore
program costs) can be projected
for several alternative sligibility
criteriq, facilitating explicit “cost
versus mobility” tfradeoffs.

Projecting Program
Demand and Obtaining
an Initial Cost Estimate

Projecting program demand is a
useful planning exercise which will
yield initial estimates of how many
people will be served and what the
program will cost. However, it is
important to recognize the uncer-
tainty associated with demand
estimates and maintain flexibility
to adjust the program on an ongo-

ing basis in response to the actual
number of trips that are made.

Given a specific definition of pro-
gram eligibility, the following
procedure may be used to obtain
an estimate of the demand for
service:

1. estimate size of eligible
population;

2. estimate percent of eligible
population who will use the
service;

3. estimate the average number of
trips made by each user;

4. calculate demand; and

5. estimate likely “upper bound”
on costs.

Figure B.1 illustrates this procedure.

1. Size of Eligible Population

Much of the data needed for esti-
mating the number of potential
users for a user-side subsidy pro-
gram given an eligibility definition
was collected as part of the 1980
Census. In addition, a number of
secondary data sources can be
used. In Mliwaukee, for exampile,
the size and characteristics of that
ared’s handicapped population
were estimated by applying
National Health Survey statistics to
Census data.” Milwaukee aiso
administered a small (one per-
cent) telephone survey to obtain a
more detailed profile of the area’s
transportation-handicapped
population.

As can be seen in Table B.1, elderly
and handicapped persons in pre-

*Information and further references on
transportation handicapped persons in the
US are described on pages IV-2 to IV-6 of
Urban Institute Report 3072-1, “Cost-
Effective Public Transportation: Guidelines
for Short-Range Planning.” (3)



Figure B4 Demand Estimation Procedure

Total Area
Population

Y

Eligible
Population

Y

Number of
Regular

10-20% of total population
for E/H programs

Program

A

Number of.
Monthly

Users typically 8-16% of
eligible population

Trips

Y

Estimated
Program

typically 6-8 per regular user

Cost

costs for ongoing taxi programs

have ranged from $1.11 to $4.47
per trip (see Table F4)

vious user-side subsidy program
sites generally comprise between
10 and 20 percent of the total area
population. In Seattle and West
Virginia, where programs have
income requirements in addition,
the proportion of sligible users in
the population Is 6-7 percent. In
Los Angeles, where low income,
non elderly/handicapped users
are allowed, 24 percent of the
population is eligible. Finally, in
Milwaukee'’s program, which is
open to persons with specific han-
dicaps only, 1 percent of the popu-
lation is eligible.

2. Number of Regular Users

Given the size of the eligible popu-
lation, the next step is to estimate
the number of these potential users
who will actually take advantage
of the user-side subsidy program.
Data obtained from eight pro-
grams are presented in Table B.2.
As shown, while the proportion of
the eligible population registering
in these programs varied from 3 to
59 percent, the proportion actually
using the program on a regular
basls (i.e., at least once a month)
was lower, and varied less —
between 8 and 16 percent.
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Table B4 Size of Eligible Population in Selected User-Side

Subsidy Sites

Size of

Eligible
Program Eligibility Criterla Population®
Pittsburgh (14) elderly or handicapped 16%
Kansas City (12) elderly or handicapped 11
Montgomery County (7) elderly or handicapped 16
Kinston (13) elderly or handicapped 18
Lawrence (141) elderly or handicapped 19
Seattle (15) low income and elderly/handicapped 6
West Virginia (16) low income and elderly/handicapped 7
Los Angeles (8) low income or elderly/handicapped 24
Milwaukee (17) handicapped 1

*Expressed as a percentage of tofal area population.

Table B.2 Registration and Trip Rates for Selected User-Side Subsidy Programs

Site Ellgible Size of Average Registrants  Regular Users Average
(Modes Target Eligible User (% of Elig- % Elig- % Regis- Trlps/Month
Available)  Groups Population  Fare iblePop.) iblePop. trants  (Regular Users)
Milwaukee  handicapped 12,000 $1.00 59 16 27% 6.8
(taxi,
chair-car)
Danville elderly/ 7.500 0.74 45 16 36 5.2
(taxi) handicapped
Lawrence elderly/ 13.000 1.41 taxi 33 NA NA 7.6
(taxi) handicapped 2.50 van
.01 bus

Kinston elderly/ 4,000 0.74 26 16 63 7.9
(taxi) handicapped
Kansas City  elderly/ 58,000 0.55 23 NA NA 0.8 (per
(taxi, handicapped registrant)
chair-car)
West Virginla low income & 122,000 0.13 14 10 72 8.4
(taxi, bus, elderly/
vans) handicapped
Seattle low income & 78.000 2.09 13 8 62 1.8
(taxi) elderly/

handicapped
Los Angeles low income, 30,000 0.24 3 NA NA 8.0 (per
(taxi) elderly, or registrant)

handicapped
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A number of factors will influence
how many people will sign up for a
user-side subsidy program: eligibil-
ity requirements, number and type
of service providers involved, the
cost of trips to users, the availability
of alternative transportation
modes, and the effectiveness of
program marketing. The registra-
tion rates from the eight different
user-side subsidy programs dis-
played in Table B.2 may be used
for estimating the user registration
to be expected in different
circumstances.

Comparisons of the characteristics
of regular program users and reg-
Istered non-users (i.e. those who
register but do not make very
many, if any trips) in Kinston, Law-
rence, and Montgomery indicate
a number of important differences
which should be kept in mind
when predicting the number of
registrants who will make trips on a
regular basis:

= A large proportion of regular
users reside in “autoless”
households (56-85 percent),
whereas most registrant non-
users wlll live in households with
at least one automobile (80-99
percent).

= Non-elderly handicapped regls-
trants are more llkely to be regu-
lar users than elderly registrants.

= Regular users also tend to be
low Income, female, more
likely to live in smaller
households, and more likely to
be unemployed than reglistered
non-users.

3. Number of Trips Per User
The average number of trips per
month made by regular users of
the user-side subsidy programs
presented in Table B.2 ranged from

1.8 0 8.4. The low trip rate in
Seattle (1.8) may be due to the
relatively good wheelchair
accessible public fransit system
compared to the other programs.
In areas without good wheel-
chair-accessible transit, an
average trip rate per regular user
of 6-8 would be an appropriate
assumption for programs similar to
those listed in the table.

It should be noted that this rate is
considerably lower than (about
one third of) national estimates of
trip rates for fransportation handi-
capped persons (4, 5). This is prob-
ably due to the fact that regular
trips (for work and school) com-
prise a significant portion (64 per-
cent) of trips made by transporta-
tion handicapped persons, while
user-side subsidy programs typi-
cally do not serve a very large pro-
portion of these trips (see Table B.3)
— due to high user costs and res-
trictions on subsidies imposed.

Trip purpose restrictlons (also dis-
cussed in Section D) may have the
effect of lowering trip rates further.
This effect can be estimated using
the trip purpose distributions for
selected user-side subsidy pro-
grams shown in Table B.3.

Finally, the types of restrictions on
trip-making instituted as part of the
program will obviously affect trip
rates. However, information from
past programs is insufficient to
suggest “rules of thumb” for esti-
mating these impacts — the sug-
gested monthly trip rate range of 6
to 8 can be assumed to reflect a
“typical” level of trip making and
subsidy restrictions. (See Section D
for further discussion of trip-making
and subsidy restrictions.)



Table B.3 Trip Purposes of Transportation Handicapped

Persons
National
Trip Transportation Kin- Mil- Lawrence Mont-
Purpose Handicapped ston waukee (11)(taxi gomery
(16yrs +)* (13) (17)  trips) (7)
Shopping/Personal Business 13.2% 59% 23% 43% 32%
Medical 4.9% 20% 19% 9% 14%
Work/School 64.2% 9% 23% 4% 20%
Other (soclal/recreation) 17.7% 12% 35% 44% 34%

*See reference (3).

4. Demand Estimate

The demand estimate (i.e., the
number of subsidized trips per
month) can be calculated as the
product of the size of the eligible
population, the estimated propor-
tion who will be regular users and
the average number of trips per
regular user. (See Figure B.1)

5. Cost Estimate

Table F4 (in a later section) may
be used to obtain a rough, initial
estimate of the program cost,
given the estimated demand.
Using $5.00 per trip will yield a
reasonable “upper bound”; if
desired, a lower (or higher) figure
may be selected based on the
characteristics of programs dis-
played in the table. Sections D and
F outline procedures for refining
cost estimates according to spe-
cific subsidy mechanisms and sub-
sidy levels selected.

The Role of Demand
Estimates

It should be emphasized that the
demand estimation procedure out-
lined above is infended only as a
tool for program planning. While
the estimates resulting from this
procedure will be useful for getting
a sense of the order of magnltude

of trips and program costs to be
expected, they should not be
treated as a substitute for careful
monitoring of actual program
usage and built-in safeguards for
containing total subsidy costs.

Many areas have found that an
incremental approach to program
implementation is the best strategy
for ensuring that a manageable
level of program usage is main-
tained. This kind of approach
would call for initially establishing a
restricted version of the program
ultimately desired, and subse-
quently adjusting eliglbility
requirements, subsidy levels (as a
proportion of fotal trip costs), and
subsidy limits (maximum subsidy
allowed per trip or per individual in
a given time period) based on the
level of patronage. (See Section D
for a more detailed description of
limits on subsidies; see Section J for
a discussion of ongoing program
monitoring and refinement).

Demand Over Time

It should be kept in mind that
demand for user-side subsidy pro-
grams typically increases over tfime
during a transition period until an
equilibrium level is achieved. As
shown in Figure B.2, for example,
the percent of the eligible popula-



13

tion registering for the four user-side then levelled off to a relatively
subsidy programs presented steady rate of increase, over the
increased rapidly over the first 4 to next 18 to 20 months.

6 months of program operation,

Figure B.2: User-Side Subsidy Project
Registration Over Time

50 |

Percent of Eligible Population

0 I . L L I I
4 8 12 16 20 24

Months of Operation
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Involving
Service
Providers

As user-side subsidy programs rely
on already existing transportation
senvices, the identification and
involvement of suitable service
providers is of critical imporfance.
in order fo maximize users’ choice
of travel options and stimulate
competition, it will be desirable fo
involve as many qualified providers
as possible.

In Mllwaukee (17), five taxi com-
panies and three chair-car pro-
viders are involved. The chair car
companies agree that the pro-
gram has served fo fuel competi-
tion among them, This, in turn,
contributed to longer service
hours, greater service fiexiblity.
and lower fares.

Inventorying Transportation
Resources

For user-side subsidy programs
geared fo elderly and handi-
capped users, identification of
potential service providers should
begin with an inventory of:

s taxi companles (or associations
of indlvidual taxi operators)

= chair-car operators

s soclal service agencies who
operate transportation services.

For each operator, it will be useful
to obtain the following information
in order to determine if the service
they provide is compatible with the
needs of the target population
and to get a handle on the frans-
portation resources potentially
available fo the user-side subsidy
program:

s service areaq; existence of for-
mally or informally designated
“turfs” for clientele or service
area

hours of operation
dispatching capability
advance notice requirements

number, type, and availability
of vehicles

wheelchair accessibility

s present clientelle; prior expe-
rlence with target population
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= perceptions of service quality
and safety by the elderly/han-
dicapped population

» provislons for passenger
assistance

a currently applicable user or
supplier-side subsidies

= fype of public regulation: entry,
fares, insurance, safety, shared-
riding provisions

= fare structure

= evidence of connecilon with
illegal activities

This information can be
obtained from a variety of
sources:

= public utilities commissions
which regulate carrlers

= human service directorles

s reglonal and local transit
agencles and authoritles

n state transportation depart-
ments (lists of 16¢(b)(2)*
reciplents)

= telephone Interviews with
providers

= interviews with soclal service

agencies and community
organizations

Collection of detailed information
about service providers may not be
necessary in all cases. Where the
condition of the taxi/paratransit
industry is known, the subsidizing
agency may simply opt to issue a
general solicitation with minimum
service criteria, as was done in San
Dlego (see Exhibit C.1).

Enlisting Participation of
Providers
Specific issues relevant to involving

each class of service provider are
discussed below.

*Capital grants to private non-profit organi-
zations for fransporting the elderly and
handicapped are provided under UMTA
Section 16 (b)(2).

Taxi Operators are a key resource
to be tapped for special needs
transportation. While many will be
somewhat hesitant to become
involved in a public program, the
potential benefits of participating
to their business will usually be suf-
ficient to stimulate their interest. As
taxi operators typically operate a
portion of their business in a
contract-for-service mode, many of
the administrative activities asso-
ciated with user-side subsidy pro-
grams will not be foreign to them.

Typically, there will be a handful of
large and medium sized taxi com-
panies operating in a locale, and
a much larger number of small
companies, many of them one-
cab operations (particularly where
there are no entry restrictions in
effect). The larger companies,
which include cooperative associ-
ations of individual owners, will
generally be more willing to partic-
ipate in the subsidy program,
though past user-side subsidy pro-
grams have successfully involved
smaller operations as well.

Seattle’s (15) program includes
three large companies with fleets
ranging from 30-160 cabs, and
23 smaller companies.

Mliwaukee's program began
with the three largest taxi com-
panies operating in the area
agreeing to particlpate and sub-
sequently two of the remaining
seven smaller taxi operators

began participating.

Small companies generally cite
cash flow as a major reason
against participation. Given their
typical reluctance, and the small
market share of program trips they
can carry, the coordination and
administrative effort required to
involve them may not be merited.



17

However, out of fairness, it may not
be advisable to officially exclude
them from participating.

In enlisting participation of taxi
operators, the major initial focus
should simply be obtaining their
agreement to accept subsidy pro-
gram vouchers/tickets as fare
payment. The specifics of their
ultimate formal agreement with
the subsidizing agency should be
flexible at first—in fact, many pro-
grams (e.g. Lincoln, Nebraska)
have found taxi operator participa-
tion in program design meetings to
be valuable. Because the goal is to
make as much service available fo
users as possible, it is in the subsidiz-
ing agency’s interest to work with
operators to arrive at a mutually
agreeable arangement. Section |,
Negotiating with Service Providers
lists the major issues to be covered,
such as insurance, service quality,
provisions for shared-riding, and
administrative requirements.

Chair-Car Operators are another
important resource to be consi-
dered, particularly when a portion
of the targeted users will require
wheelchair-accessible vehicles
and special assistance. Typically.
chair-car operators require 24-hour
advance trip reservations and
charge premium fares for service.
They are dependent on contract
business and are concerned with
improving their ability o group
rides in order to keep service pro-
ductivity in line with competitive
fares.

Because they are commonly
dependent on fixed-bid,
government-assisted transportation
programs, chair-car companies
are likely to welcome the user-side
subsidy program as a way of
reducing reliance on these often-
unstable funding sources.

Soclal Service Agencies such as
Councils on Aging, the Red Cross,
Centers for Independent Living,
Goodwill, and medical rehabilita-
tion centers will often operate spe-
cialized transportation service
(some with 16(b)(2) vehicles) for
their clients. Tapping these trans-
portation resources for the user-side
subsidy program merits considera-
tion, but past experience has not
indicated a great deal of success
with involving social service
agency providers. Many of these
agencies transport clients fo very
specific locations, such as medical
and nutrition centers, and are not
willing to modify their operations
for more general use. Further, they
perceive the additional bookkeep-
ing necessary fo account for the
new subsidy program trips as being
not worth the costs, unless, of
course, the program is willing to
subsidize client trips as well as trips
made by unaffiliated users.

In some circumstances, however,
goals set for the user-side subsidy
program may support increasing
coordination with social service
agencies.

For example, Kansas City’s (12)
program goals explicitly called
for involvement of two social ser-
vice agency providers who were
receiving funds from the city for
their services prior to the pro-
gram. These providers (and oth-
ers as well) were successfully
incomorated; in fact, the number
of non-client riders on one of the
agency provider's systems grew
to equal the number of client
riders.

In sum, while ability and willingness
of providers to participate tends to
vary considerably depending on
local conditions, in general the
major obstacles have been lack of
perceived benefits from participat-
ing in user-side subsidy programs
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(social service agencies in particu-
lar), the perceived cost of cash
flow problems, and administrative
and record-keeping requirements.
Many of these obstacles can be
overcome through negotiating
with providers (see Section I), and
carefully designed subsidy mech-
anisms and administrative proce-
dures. For example, cash advances
to providers or guarantees of rapid
reimbursement can alleviate cash
flow problem:s.

Regulatory Issues

Some programs have met with
regulatory barriers to effectively
involving service providers. Tax|
ordinances which prohiblt shared-
riding have presented problems for
programs wishing to encourage
increased service productivities
and/or those which rely on UMTA
funds and therefore must comply
with rules stating that shared-riding
must be allowed. The program in
Kansas City (12) amended the

local taxi ordinance to permit
shared-riding for program trips (see
exhibit C.2).

Recipients of UMTA funds may also
face challenges from certain ser-
vice providers on section 43(c¢)
grounds — i.e., that expenditures
of program funds may be detri-
mental to existing transit labor
conditions. An example of this
occured in Pittsburgh (14) and is
discussed in reference (3).*

Finally, entry restrictions for taxicab
and/or chair car services can pres-
ent a barrier to a user-side subsidy
program which capitalizes on the
benefits of competition. The possi-
bility of relaxing such restrictions
where they exist — even on a
limited basis — can be investi-
gated with the appropriate regula-
tory body.

- *This reference also provides a listing of

“significant 13(c) labor agreements for spe-
cial user group travel.”



19

C.1 San Diego Request for Proposals

Request for Proposals

Dial-a-Ride Transportation

The City of San Diego is seeking proposals from taxi and paratransit vehicle

operators who wish to provide service for the City's Dial-a-Ride system.

Background

San Diego Dial-a-Ride is an essential transportation service for frail elderly
and mobility impaired residents of the City within the 320 square miles of the
City 1imits. There are approximately 2,000 persons registered for Dial-a-Ride.

Beginning in July 1982, Dial-a-Ride passaengers not requiring lift-equipped
vehicles will select their own transportation provider from a City-approved list
of participating companies. Passengers will pay the operator for service with
coupons issued by the City. The coupons will be redeemed by the City to the

company for the specified value.

Soecific Requirements
1. Proposals must be submitted on the attached form. Upon approval by the City,

the proposal will become a registration to provide service.

2. Proposers must have and maintain a valid permit authorizing the operation of a
taxi or parzatransit vehicle within the City of San Diege.

3. Service providers operating under a City-issued permit must meet applicable
insurance and operating requirements of the City of San Diego.

REQUIRED INSURANCE COVERAGE

Passenger Seating Bodily Injury/ Bodily Injury/
Capacity Death One Person Death One Accident Property/Damage
9 pass. or less $250,000 $ 500,000 $100,000
10 to 22 pass. 250,000 750,000 100,000
23 pass. or more 250,000 1,000,000 100,000

4, Service providers must specify the rates of fare to be charged for this service.
Rates for this service may not exceed the maximum rate(s) filed as a permit-
holder.
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5. Service providers agree to accept City issued coupons from eligible pagsengers
in payment for services. These coupons accompanied by supporting records i.e.
voucher(s),will be submitted to the City for redemption along with an invoice.

6. Vouchers furnished by the City will be completed for each trip provided under
this servicea.

Proposal Resoonse
Proposals must be sent to:

City of San Diego
Paratransit Administration
202 € Strest, MS 8-A

San Diego, CA 92101

Termination

Registration to provide sarvice will be terminated if the operators fail to comply
with any of the above requirements. Registration may also be cancelled by the City

if anticipated funding is not received or is removed during the effective period.

The City and the service provider may mutually terminate the agreement if continuation
would not produce beneficial results.

Fraud

Particpation in any fraudulent activity will cause the service provider(s) and/or
the passenger{s) to be ineligible for the Dial-a-Ride orogram and appropriate legal
action will be taken.
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City of San Diego

Dial-a-Ride

Registration
Company Name Phone
Company Address
Cecatact Persen Title
Medallion Numbers
RATES:
Exclusive ride per mile
Shered ride _per zone
Fixed route per person
Other
Effective Dates: through

Insurance Carrier

Policy Number

I certify that T currently hold valid permit(s) to operate a paratransit service in

the City of San Diego and prcpose to offer this service to eligible Dial-a-Ride pregram
passengers ané to accept for payment valid City-issued coupons, complying with the rates
and information as stated above. I also understand that the coupons must be submitted
within 5 davs of their expiration date and must be accompanied by completed and signed
vouchers. Iagree to provide the City with supporting records upon request.

Date Signature

for

-for City use only-

Approved:

Date:
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C.2 Kansas City Shared-Ride Taxi Ordinance

AN ORDINANCE

PROVIDING FOR IMPLEMENTATION OF DEMAND-RESPONSIVE TRANSPORTATION
FOR ELDERLY AND HANDICAPPED CITIZENS BY AMENDING CHAPTER 33 OF THE
CODE OF GENERAL ORDINANCES OF KANSAS CITY, MISSOURI, ENTITLED
"TAXICABS AND OTHER VEHICLES FOR HIRE" BY AMENDING SECTIONS 33.2,
33.77 AND 33.85 THEREOF.

BE IT ORDAINED BY THE COUNCIL OF KANSAS CITY:

Section 1. That the following sections of Chapter 33 of the
Code of General Ordinances entitled "Taxicabs and Other Vehicles
for Hire" are hereby amended, as follows:

a. Section 33.2 entitled "Definitions” is hereby amended by
deleting said section and enacting in lieu thereof a new section
of like number and subject metter, to read as follows:

"Sec. 33.2. Definitions.

As used in this chapter the following words and phrases shall
have the meanings set out herein:

Administrator: Shall be the person designated by the
director of the transportation department of the city as the ad-
ministrator of taxicabs and other commercial vehicles for hire.

Cruising: Continuous or repeated operation of any taxicab
or other vehicle along a street for the purpose of obtaining or
picking up passengers.

Jitney: Any automobile, motor bus or other self-propelled
vehicle run, driven or operated upon or along any street, between
definite or substantially fixed points or terminals or along a
definite or substantially fixed route, whether entirely within the
city or partly within and partly without the city, and carrying
passengers for compensation, or furnishing passengers transpor-
tation for compensation upon or along the streets, from, to and
between definite or substantially fixed localities or districts,
whether such compensation is payable per trip, weekly, periodi-
cally or otherwise, directly or indirectly.

Judgment: A final judgment by a court of competent juris-
diction of any state or of the United States, upon a claim for
relief for damages, including damages for care and loss of services
because of bodily injury to or death of any persons, or for damages
because of injury to or destruction of property, including the loss
of use thereof, or upon a claim for relief on any agreement or
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settlement for such damages arising out of the ownership, mainte-
nance or use of any and all motor vehicles operated pursuant to a
permit issued by the city.

Livery vehicle: A public passenger vehjcle with driver
furnished, for hire only by written agreement at a charge per hour
fixed in advance, provided further that all such livery vehicles
are:

(a) To be for hire only for continuous periods of
two hours or more; and

(b) Not to cruise in search of patronage and not
to park in any public street, at any public
airport, or in any public place of assemblage
awaiting patronage not prearranged.

Manifest: A daily record prepared by a taxicab driver of all
trips made by such driver showing time and place of origin, desti-
nation, number of passengers, and the amount of fare of each' trip.

Motor bus: A motor vehicle designed and constructed for the
general transportation of passengers for hire and possessing a
manufacturer's rated seating capacity of ten (10) or more
passengers.

Motor pool operations: Special transportation services pro-
vided pursuant to a contract with the city to elderly,residents
of the city. _+A=ﬁ$twpwl

Permit: A certificate issued by the transportation depart-
ment authorizing operation of a licensed taxicab, livery or sight-
seeing vehicle on the streets of Kansas City, Missouri.

Permit holder: A person, company or corporation to whom a
permit has been issued by the transportation department.

Rate card: A card issued by the administrator for display in
each taxicab which contains the rate of fare then in force.

Sight-seeing vehicle: A public passenger vehicle with driver
furnished, for hire on regularly routed sight-seeing tours, at a
charge or fare per passenger or per hour fixed by agreement in
advance, provided further that such sight-seeing vehicles are:

(a) To be for hire only for continuous periods of
one hour or more; and

(b) To be returned to regular place of garage or
point of origin of the regularly scheduled
tour between hires; and
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(e} Not to cruise in search of patronage and not
to park on any public street, at any public
airport, or in any public place of assemblage
awaiting patronage other than as scheduled.

Taxicab: In addition to such motor vehicles as are commonly
known as taxicabs, all motor vehicles of every kind, character and
description which are used as taxicabs, cabs, for-hire cars or
delivery cars, and engaged as such in the carriage of passengers
for hire, provided however, that motor vehicles owned by under-
takers and used exclusively for funeral services and motor
vehicles for hire while being used for services at funerals or
weddings, and motor buses, livery and sight-seeing vehicles as
defined herein, are specifically excluded.

Taxicab sticker: A tag or sticker conforming to the specifi-
cations set forth in the traffic code of the city, except that the
word "taxicab" shall prominently appear thereon, in addition to
all other words and figures.

Taximeter: A meter instrument or device attached to a taxi-
cab which measures mechanically the distance driven and the
waiting time upon which the fare is based."

b. Section 33.77 entitled "Fare Schedule" is hereby amended
by deleting said section and enacting in lieu thereof a new
section of like number and subject matter, to read as follows:

"Sec. 33.77. Fare schedule.

Except for such periods of time that any taxicab may be en-
gaged exclusively in motor pool operations, the following shall
apply to all taxicabs operated pursuant to permits issued hereunder:

{(a) The fares for taxicab service shall be as follows:

(1) Generally: A charge of seventy cents ($0.70)
for the first one-fifth (1/5) mile or any
fraction thereof, and twenty cents ($0.20) for
each additional one-third (1/3) mile or any
fraction thereof shall be made.

(2) Waiting time: A charge of ten cents ($0.10)
for each one minute waiting time shall be
made, ($6.00 per hour).

"Waiting time”, as used herein, means the time
when the taxicab is not in motion from the

time of acceptance to the time of discharge of
a passenger, but does not include any time the
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taxicab is not in motion, if due to any other
cause than the request, act or fault of a
passenger. The first three (3) minutes
elapsing prior to the arrival of a passenger
at the beginning of a trip shall not be in-
cluded in computing "waiting time" and in no
event shall any time be included as "waiting
time" for any period prior to the time fixed
for the arrival of the taxicab by the pros-
pective passenger when calling for a cab.

(3) Traffic delay time: A charge of ten cents
($0.10) for each one minute traffic delay time
shall be made.

"Traffic delay time", as herein used, shall be
that time as set and determined by the taxi-
meter, provided no traffic delay time shall
accrue on the taximeter unless the taxicab is
stopped in traffic or proceeding at a speed of
less than ten (10) miles per hour. Said traffic
delay time shall not exceed a total of three
dollars ($3.00) per trip.

(4) Toll bridge trip: An additional charge of
twenty-five cents ($0.25) shall be made for
each toll bridge trip with passenger.

(b} With the consent of the passenger procuring the service
of a taxicab, additional passengers (not exceeding four (4)) may
be carried from the point where the trip starts without additional
charge."

c. Section 33.85 entitled "Prorating Fares" is hereby amended
by deleting said section and enacting in lieu thereof a new
section of like number and subject matter, to read as follows:

"Sec. 33.85. Prorating fares.

No driver of a taxicab shall prorate the fare for any trip
among two Oor more passengers. In case two Or more passengers
occupy and use a taxicab, the person originally engaging the taxi-
cab shall be responsible for payment of the entire fare. This
section shall not apply to taxicabs while engaged exclusively in
motor pool operations.”

Approved as to form and legality:

Nondolfss Nl

Assistaqﬁ’city Attorney
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Subsidy
Mechanisms

All user-side subsidy programs
require some kind of mechanism
for transferring subsidies for trip-
making from the subsldizing
agency fo the users. Subsidy
mechanisms are also the primary
means of rationing available suk-
sidy funds among eligible users or
types of trips, and containing the
total subsidy cost.

Types of mechanisms*

Commonly used subsidy mecha-
nisms fall into the following five
categories:

Voucher Systems
After a user-side subsidy trip is
made, the driver completes a
voucher for the subsidized portion
of the trip cost (most commonly
50 percent) and collects the
balance in cash from the user.
Completed vouchers are submit-
ted periodically fo the subsidizing
agency, which then reimburses
the service provider for the
voucher amounts.

Scrip Systems
Booklets of “scrip” good for fare
payment on participating trans-
portation service providers are
sold to eligible users af a fraction
of their value. Users then pay for
thelr trips using the scrip, which
typically comes in small (25¢ or
50¢) denominations, and service
providers redeem the scrip they
collect at the subsidizing agency
for its full value.

Coupon (or ticket) Systems
Coupons are distributed or sold
to eligible users. Each coupon
entitles the user to a one-way trip
either at a fraction of the normal
charge, or (in the case of meter
fare systems) fully subsidized up
to a certain doilar limit. Service
providers redeem coupons for a
set reimbursement per coupon.

*See exhibits at the end of this section for
pictures of vouchers, scrip, and coupons
used in ongoing programs.

Direct Purchase Systems
The subsidizing agency pur-
chases regular tickets, tokens, or
passes good for use on various
transportation systems from the
provider, and gives or sells them
to eligible users at a reduced
rate.

Cash Payment Systems
The subsidizing agency distrib-
utes cash payments to eligible
users to be spent for fransporta-
tion on any mode of their choice.

In selecting and designing a sub-
sidy mechanism, the following
criteria should be kept in mind:

m ease of use by the target group
and service providers

= administrative requirements
and costs

= potential for fraud on the part of
users or providers

= up-front expense to users

m cash flow problems for service
providers

= ease of conirolling subsidy cost

Table D.1 displays the major pros
and cons of the different kinds of
subsidy mechanisms based on
these criteria. These can be sum-
marized as follows:

| &y o MORIGOMEEY

| FARE/SHARES
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Table D.1 Pros and Cons of Alternative Subsidy

. Mechanisms
Mechanism Pros Cons
Voucher m eliminates administrative burden associat- » potential forgery of vouchers by service
Systems ed with ticket/scrip distribution providers
a no “up-front” cost to users m responsibility for verifying user eligibility rests
with drivers
s easy to understand by users
s greater administrative burden on service
® potential for obtaining valuable trip infor- providers than ticket/scrip systems
mation on an ongoing basis for program
monitoring s more difficult to limit subsidy per user and
total subsidy cost than scrip and coupon
m appropriate for use with taxis or providers systems, where distribution to users can be
with variable fares based on distance more ecgsily controlled
s simpler than scrip systems when only a small m difficult to subsidize different users at differ-
number of providers and users are to be ent levels according to need or income
involved
Scrip m can restrict subsidy allocations per user by m need foradministrative mechanisms to print
Systems restricting sales and distribute/seill scrip
m can ensure strict control over total subsidy = lowincome users may have difficulty in pay-
cost by only selling/distributing fixed amount ing for even a portion of their trips in advance
m can easily adjust subsidy level to control m potential for eligible users to sell/give scrip
program costs by simply changing price of to non-eligible users, or for a “black market”
scrip to develop
= can vary subsidy level for different classes of
users through differential pricing of scrip
m appropriate for use with taxis or providers
with variable fares based on distance
= simplerto administer and use than vouchers
when alarge number of providers and users
are to be involved
Coupon m same "pros” as scrip systems, except cou- ® same "cons” as scrip systems, but more diffi-
Systems pons are better suited for restricting the cultthan scrip to design for use with multiple
number of subsidized trips per user, as providers having different fare structures
opposed to dollar subsidy amounts.
m good for use with providers who charge
fixed price per trip, e.g., chair car operators
Cash Payment = extremely simple m no assurance that subsidy will be used for
Systems infended pumpose
= total subsidy costs easily controlled
= minimum of administrative costs
= no need to negotiate with service providers
Direct = administratively simple = only good for service providers who use
Purchase '

total subsidy costs easlly controlied

no need to negotiate with service providers

tickets, tokens, stc.; taxis typically do not

requlres large up-front expenditure on part
of subsidizing agency
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Voucher Systems are best suited for
programs with relatively few pro-
viders and users — when the
administrative costs associated with
a ticket distribution system are not
justified and when relatively few
providers have o be “trained” to
properly fill the vouchers out.
Vouchers are well-suited for use
with taxicabs, and other providers
with variable fares based on trip
distance, and can provide a valu-
able “built in” mechanism for mon-
itoring system usage. However,
vouchers place a greater adminis-
trative burden on service providers
than tickst systems, as well as a
greater amount of “in-service” time
and effort. They also require a
higher degree of literacy and
competence on the part of both
drivers and users than tickets.
Finally, they provide greater oppor-
tunities for driver/provider fraud,
such as falsification of trips.

Montgomery, Alabama (7) util-
ized vouchers on the taxi part of
their user-side subsidy program,
and faced a number of pro-
blems: users who were unable to
sign their names to verify that the
voucher amount was correct,
driver inability and unwillingness
1o fill them out, particularly for
short trips, incorrect or incom-
plete vouchers tumed in to the
subsidizing agency for
reimbursement.

Lincoin, Nebraska’s subsidy pro-
gram involved one taxi company
and 250 users. Vouchers were
used as the subsidy mechanism.
After a brief period where users
and providers moved up on the
voucher “leaming curve,” the
voucher system operated
smoothly with few complaints.

Scrip and Coupon Systems are
best suited for programs with sev-
eral providers and a large number
of users, assuming that users can

afford to bear “up front” costs
before trips are actually made. An
important advantage of both sys-
tems is that the amount charged
to users can be periodically
adjusted in order to control pro-
gram costs. With vouchers, this is
not feasible since the calculation
of user and subsidy costs must be
kept simple, and therefore a sub-
sidy level of 50 or 100 percent is
typically maintained. It is also
simpler to vary the level of subsidy
by type of user with scrip/coupon
systems. Scrip and coupon systems
also offer better safeguards on
fracking and limiting total subsidy
expenditures as their sale/distribu-
tion can be monitored and res-
fricted. However, these systems are
subject to some amount of fraud--
there is the potential for a “black
market” Yo develop or for users to
transfer the scrip/coupons they
purchase to ineligible persons.
Requiring that users show an ID
card at the time of the trip can be
a guard against this.

Coupon systems are best for use
with providers who charge a fixed
price per trip (or those with zone
fare systems) — though if multiple
providers with different types of fare
structures are involved, scrlp sys-
tems offer greater flexibility.

Seattle (15) utilizes a scrip system
for its user-side subsidy taxi pro-
gram, and has encountered very
few problems, aside from a min-
imum amount of illegal sale of
scrip by users to providers for a
profit. The scrip system has
allowed Seattle to rely on perio-
dic adjustments to scrip prices as
its major means of control over
the program budget. The price of
scrip booklets was initiatly set at
$6, and was lowered to $4 when it
was determined that usage was
lower than anticipated and that
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the available budget would not
be used. After the $4 price was
instituted in combination with an
extensive marketing campaign,
usage increased substantially,
and a deficit for the program was
projected. In response, the price
was raised to $5.

Kansas Clly (12) involves taxis,
chair-car operators, city vans,
and social service agency vehi-
cles in its program — each with
very different operating charac-
teristics and costs of service. A
coupon system is utilized, in
which users making trips on any
of the carriers remit one coupon
plus a fare which varies accord-
ing to the particular carrier and
the length of the trip. While some
public confusion regarding the
proper fares to be paid has
resulted, the system provides the
needed flexibility to involve the
various types of carriers.

Program Use Limits

Once a general type of subsidy
mechanism (voucher, scrip, etc.) is
selected, methods for containing
total subsidy costs, rationing the
allocation of subsidies, and pre-
venting potential program abuse
or fraud need to be devised.

Depending on the particular goals
of the program and the type of
subsidy mechanism selected, four
types of strategies can be
employed to limit program use:

trip and/or a proportion of the
total trip cost can limit frivolous
use of the subsidy program and
control the subsidy cost per trip,
Stricter subsidy cost control can
be achieved by instituting a ceil-
ing on the allowable subsidy per
trip. This is done by fixing an
upper limit on either voucher
amounts, the value of scrip to be
collected on any one trip, or
coupon values.

Subsidy Per User

To control the total subsidy cost
and ration available subsidy
funds among users, many pro-
grams establish maximum sub-
sidy "budgets” per user. With
coupon systems, this is done by
assigning eligible users ID
numbers and restricting sales to
each user. With voucher systems,
user ID numbers are recorded on
vouchers and subsidy amounts
expended by each user are mon-
itored closely. In some areas it
has been found that the honor
system works quite well when the
target population is elderly/
handicapped.

Total Subsidy

The above three methods, by
themselves, are not sufficient to
ensure that the total subsidy cost
of the program will stay below a
set budget. With voucher systems,
this can be done only by fixing
both the subsidy per user and the
number of registrants. With cou-
pons or scrip systems, total sales
can be restricted. Because of
administrative cost and equity
considerations, many programs
do not institute these safeguards,
and rely on limits on user eligibil-
ity. subsidy per trip and/or subsidy

User or Trlp Purpose Eliglbllity

Strict requirements on which users
and which types of trips are eligi-
ble for subsidies can control the

use of the program. Require-

ments for proof of eligibility at the
time of coupon/scrip purchase
and/or at the time of the trip can

reduce program abuse.

Subsidy Per Trip

Requiring users to pay some min-
imum amount in cash for each

per user, along with close moni-
toring of usage to ensure that
budgets are not exceeded.

Lincoln, Nebraska began their 6-
month user-side subsidy demon-
stration program for handi-
capped residents by assigning
individual “budgets” of $150 in
taxi subsidies to the first 150 eligi-
ble program participants. In this
way, there was no danger of total
subsidy costs of the program
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exceeding the available budget.
This approach may not be
acceptable for equity reasons (is
first come, first served an approp-
riate allocation rule?), and

' because of the need to continu-
ally monitor each user's cumula-
tive voucher amounts to ensure
budgets are not overspent.

Other areas using the budget
technique to limit subsidies per
user have found elderly and
handicapped clients quite con-
scientious — in fact, one program
received nickels and dimes in the
mail from users who realized that
they had overspent their limits.

In general, the more program use-
limits instituted, the better the abil-
ity to target subsidies to those who
need it most, and minimize risk of
overspending available subsidy
funds. However, the price that must
be paid for these limits is greater
administrative complexity and
cost, and a greater degree of diffi-
culty in gefting users and service
providers to understand and make
use of the program. Table D.2 pro-
vides some examples of the kinds
of use-limits existing user-side sub-
sidy programs have instituted,
along with descriptions of the
overall schemes employed for div-
iding trip costs into subsidy and
user payments. Table D.3 summar-
izes the major pros and cons of dif-
ferent types of limits.

Setting A Subsidy Level

A decision that is typically made in
tandem with the design of pro-
gram use limits is the subsidy level-
that is, the portion of trip costs® to
be subsidized. In setting a subsidy

*It is assumed here that the fotal trip cost
will equal the fare that would be
charged fo users in the absence of the
subsidy program. Sometimes it is neces-
sary to negotiate with providers to arrive
at an acceptable basis for setting fares
and subsidy amounts,

level, the following factors should
be considered:

= Trips should be made afforda-
ble to the target population. As
“affordable” is difficult to
define, some areas try to have
the cost of trips to users equal
the fare on local fixed-route
transit systems.

u The higher the subsidy per trip,
the higher the demand and the
fewer total trips that can be
subsidized (given a fixed pro-
gram budget).

= The subsidy level should be
devised so that users and ser-
vice providers have no frouble
understanding how much to
pay or how much to collect at
the time trips are made. For
example, a 29.6 percent subsidy
level may fit the available
budget and target demand, but
would be difficult to apply with
a voucher system.

s High subsidy levels and those
which do not vary with the total
frip cost could potentially
encourage frivolous trip-making
in the absence of per-user sub-
sidy limits. For example, one
user-side subsidy program dis-
covered that users were having
taxicabs wait for them with the
meter running while they
shopped.

The best way 1o decide on a sub-
sidy level is to define several alter-
natives compatible with selected
subsidy mechanisms and evaluate
them based on:

s implled cost of trips to users
= number of trips which could be
subsidized given a fixed budget

= total cost of subsidizing the
number of trips which the pro-
gram is aimed at serving.

To carry out this exercise, a work-
sheet has been provided at the
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end of this chgpter. The worksheet
provides a way of calculating user
and subsidy cost per trip under
three commonly employed subsidy
“"schemes™:

(1) Flat user fee, variable subsidy

(2)

— user pays a flat fee per trip,
and the remainder of the trip
cost is subsidized. Limits on
subsidy per trip and/or per
user are typically applied as
well. This method lends itself
best to either voucher or cou-
pon systems. Its magjor advan-
tage is ease of understanding
by program users. Its disad-
vantage is the lack of a pric-
ing mechanism to control
usage.

Flat subsidy, variable user fee
— subsidy per trip is a set
amount (e.g.. $1.75), and user
pays remainder of trip cost.
For non distance-based fare

)

systems, this is the same as
flat user fee, variable subsidy.

Percentage subsidy — A set
percentage of the trip cost
(typically 50% with vouchers,
as drivers would not want to
multiply most other numbers
in their head) is subsidized
and the remainder is paid by
the user. With coupon/scrip
systems, it is easy to vary this
percentage for different
classes of users, A variation on
this scheme common to cou-
pon systems is when the user
pays a fiat fee in addition to
half of the fare. Limits on sub-
sidy per trip and/or per user
are sometimes applied with
this scheme, though are less
necessary than with the first
scheme duse to its built-in
pricing mechanism,
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Table D.2 Subsidy Limits Used in Selected Programs

Program: Subsidy Limits: Subsidy Scheme:
Subsidy/Trip Subsidy/User Total Subsidy
1. Voucher
Milwaukee, W $6.50/59.50 Flat user fee, variable subslidy:

(17) maximum $1.50 minimum user fee/trip; full
(non-wheelchair/ subsidy for remainder up to maximum
wheelchair limits

Lincoln, NE $150/user in 6 month 150 users x $150 =  Flat user fee, variable subsidy:
trial period $22,500 60¢ minimum user fee/trip; full subsidy
for remainder
Champaign, IL $40/user/month Percentage subsidy: subsidy of 50% of
metered taxi fare
Montgomery, AL (7) $15/month Percentage subsidy: subsidy of 50% of
(taxi portion (limit waived for taxi fare
of program) users making work,
school, therapy, or
medical trips)
2. Coupon/Scrip
Canon City, CO $20/user/month restricted number Percentage subsidy: subsidy of 50%
(coupons) of coupons sold
Seattle, WA (15) $2,000/user/year Percentage subsidy: subsidy of 50%
(scrip)
Kansas City, (12) $1.75 fixed Flat subsidy, variable user fee: user
(coupons) charge varies with service provider
and trip length
Kinston, NC (13) $25/user/month Percentage subsidy: 50% subsidy
(scrip) waived in special
circumstances)
West Virginia (16) $8/user/month Percentage subsidy: 88.5% subsidy
(scrip) (waived in special
circumstances)
Harbor Areq, Flat user fee, varlable subsidy: 15¢
Los Angeles, CA $3.00 maximum minimum user fee/trip; full subsidy for
(8) (coupons) remainder up fo maximum limit
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Table D.3 Pros and Cons of Alternative Subsidy Limit Methods

Method Pros Cons
Restrict User m simple m program benefits available
Eligibility to fewer people
m necessary to comply with
funding source restrictions m requires a user eligibility
verification procedure
m reserves program funds for
those who need them most
Trlp Purpose m A way of targeting sub- m loss of individual discre-
Restrictions sidies to the most essen- tion—typically strongly
Hal trips opposed by users & handi-
capped advocacy groups
m difficult to enforce
Limit Subsidy m discourages “frivolous m adds to the complexity of
Per Trlp use” of program the program’s “ground rules”
m safeguards against very
costly trips
Limit Subsidy m discourages “frivolous m those with frequent need for
or Numbers of use” of program service are restricted”
Trips per User
= rations program use so ® somewhat difficult to
benefits are more evenly control with voucher systems
distributed among users (but not impossible)
m simple to accomplish with
sCrip and coupon systems
m discourages users from
buying large amounts of
tickets and selling them
to providers at a profit
Total Subsidy m provides absolute safe- = inflexible to adjust fo

guard on subsidy costs

individual needs

equity problems with “first
come, first served” subsidy
distribution system

*Some programs (Milwaukee, Kinston, West Virginia) have instituted procedures for waiving subsidy per user or per trip limits in cases

where individuals make regular trips for work, school, medical, or nutritional purposes.
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Figure D.1 Subsidy Worksheet

Step One: For each service provider to be included, calculate present average one-way trip costs.

4. Flat Fare Systems:

Present one-way fare
= average trip cost

2. Distance-Based Systems:

Drop charge

Average trip Rate per mile
distance (miles)

Average wait Rate per min.
time/trip (min.) of wait time

Average
trip cost

3. Zone-Based Systems
(for two zone system)

1 zone fare Average % of
1 zone trips

2 zone fare Average % of
2 zone trips

Average
trip cost
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Subsidy Worksheet (continued)

Step wo:  Define a subsidy scheme.

Choose one:
() Flatuser fee per trip

Flat user fee
per trip

Maximum subsidy
per trip

per trip

(optional)

() Flat subsidy per trip

Flat subsidy
per trip

User pays remainder.

() Percentage subsidy

Subsidly is % of total trip cost.

Additionat user fee/trip

Maximum subsidy per trip

(optional)

(optional)

Step Three: Calculate the average subsidy per trip implied by the chosen subsidy level scheme.

() Flatuser fee per irip
The lesser of:
Average Trip Cost — Flat User Fee

AND

Maximum Subsidy Per Trip
(if any)

Average subsidy
per trip

() Flat subsidy per trip
Flat subsidy

Subsidy per trip
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Subsidy Worksheet (continued)

() Percentage subsidy

The lesser of:

Average trip
cost

AND

Subsidy %

Maximum subsidy

per trip

Average subsidy
per trip

Step Four: Calculate the average user payment per trip implied by the chosen subsidy scheme.

() Flat user fee, variable subsidy

Flat user fee + Average trip cost —
(Maximum subsidy + user fee)

User payment
per trip

() Flatsubsidy, variable user fee
Average trip cost-flat subsidy

User payment

per trip
() Percentage subsidy
Flat user fee per trip
+
The greater of:
AND Average trip 100-subsidy %
cost
Average trip Maximum subsidy
cost per trip
User payment

per trip
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Subsidy Worksheet (Continued)

Step Flve:  Calculate total subsidy cost given estimates of trips:

X =
Number of trips Average subsidy
(from demand per trip
estimate in
Section B)

Total subsidy cost

Step Six: Calculate the number of trips which can be subsidized given a fixed subsidy budget:

Total Budget Average subsidy Number of trips
per trip
Step Seven: Summcarrize analysis of alternative subsidy level schemes:
Subsidy Per User Cost Per Total Annual Number of
Trip Trip Subsidy Cost Annual Trips
Scheme (From Step 3) (From Step 4) (From Step 5) (From Step 6)

1

2
3
4
5




D.1 Milwaukee Program Voucher

MILWAUKEE COUNTY USER SIDE SUBSIDY PROGRAM TRIP VOUCHER EX1
Date
NAME ... _ R POINT OF ORIGIN TIME
ADDRESS DESTINATION TIME
IDNUMBER _ — PURPOSE (Check Appropriale Box or Boxes)
Wheel- Non 1 MEDICAL (] 4 SHOPPING O 7 PERSONAL BUSINESS []
Chair | Wheelchair 2 EMPLOYMENT [J 5 EDUCATION [ 8 oTHER
TRAVEL COST 3nuTRIMION [ 6 SOCIAL/RECREATION [
OTHER_____ _ To the best ol my knowledge, Ihis trip does nol qualily for payment from Tille 19 or 20 ol the
1 TOTAL TRIP COST Social Security Act. Tille 3 or 7 of the Older Americans Acl. Ihe Velerans Administration. the
2 LESS INITIAL USER CHARGE 1.50 1.50 Division of Vocalional Rehabilitahon. or any olher Federal. Stale or Local Agency
3 ELIGIBLE FOR SUBSIDY (LINE 1 CUSTOMER SIGNATURE ___
MINUS LINE 2 ) COPY TO
4 MAXIMUM ALLOWABLE SUBSIDY 9.50 |6.50 COMPANY NAME WHITE— MCTS
CANARY — VENDOR
5 ADDITIONAL USER CHARGE (LINE 3 RIVER VEHI —
MINUS LINE 4 IF LINE 3 IS LESS DRIVE EHICLEW HINISEATHON
THAN LINE 4. ENTER ZERO ) _ _ MCTS APPROVAL
6 TOTAL USER CHARGE (LINE 2 PLUS
LINE 5) ) AMOUNT N¢ 562643

HOW WAS YOUR TRIP?

1. DID YOUR DRIVER ARRIVE ON TIME?

IF NOT, HOW LATE WAS THE DRIVER?

2. WAS YOUR DRIVER COURTEOUS, HELPFUL?

3. COMMENTS:___
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D.2 Scrip Samples (Lawrence, Seattle, Columbia Heights)

E CITY OF LAWRENCE

f_ Community Revelopment Department Transfare Program

EE TAXI BOOK

3'5 Issued 10,4 e v ssonosnaions o wmdida iy v s e AT I““Bm

;2 LT T 000008
i) Date.iiii THIS BOOK WILL NOT BE -

) 21000 VALUE  cecsproasmamanc

CITY OF COLUMBIA HEIGHTS No {031

For Reservations Call 935-9911 at Least 2 Hours Before Departure
Purchase Tickets at Columbia Heighis City Hall Informalion Window
590 401h Avenue N.E.

" Good For |
One Rlde

Wllh Proper

() Shared Ride ==

SZmeTRO SEMETR

Taxicab E Taxicab S

Valid through Dac, 0 Valid through Deg, 3
10D 50¢=

Coupon-l Coupon
Momgrgw[v)ngugn Metro Q\lgnqng)nodsd?-ﬂw

non-transterable non-transferable
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D.3 Kansas City coupons and ID card

o7Q) City of TAX| FARE
N) Kansas City, Missouri PROGRAM
1.D. NUMBER NUMBER * 000001
NAME

AGEHESS MARGARET C KEENER

arv 1300 E 82ND TERR

K ¢ M0 B413L

ISSUE DATE 07?/718/77 oirecror o?:nnusroannou

0 City of COUPON NO.
Kansas City. Missouri

A 59121
waoveer D060 ED
ORIGIN
DESTINATION
TAXI CO DRIVER
DATE FARE AMOUNT

Delhant ¥ fGimtsn

DIRECTOR OF TRANSPORTATION

2 City of COUPON NO.
Kansas City, Missouri

A 59122
w.nomeer . 00EOLD
ORIGIN
DESTINATION
TAXI CO DRIVER
DATE FARE AMOUNT

Dpllat Bttt

DIRECTOR OF TRANSPORTATION
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D.4 ID Cards (Milwaukee, Lawrence, Seattle, and Lincoln)

CITY OF LAWRENCE
. TRANSFARE PROGRAM

A e /_‘firgQ. Pgﬂfo
s Yy O Tubtles

1982 Taxicab Scrip Purchase Card 25

1
2 24 1 982 o
3 NAME 23 U S E H - @
4 22 Side R

: U Bapisna vtnmio 21 I:\ Subsidy
6 Metro Customer Assistance Office 20
: C
8

821 2nd Ave., Seattle, WA 98104 M/S 42

Mus! be presented when purchasing scrip  Limil ol one purchase 19
card issued each year (0 people meeling ehgibility requiremenlts

NAME

[

9 10 11 12 13 14 15 16 17 18
4490 s=xeimarion pars
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E

Program
Adminis-
fration

As the best scheme for program
administration is highly dependent
on local conditions, this section
attempts only to categorize the
types of administrative functions
common to user-side subsidy pro-
grams, to illustrate how these have
been performed in existing pro-
grams, and give some general
guidance on opportunities for min-
imizing costs.

User-side subsidy programs typi-
cally involve the following
functions:

= Overall Program Management

m Certification of User Eligibility
/User Registration

m Coupon/Scrip Distribution
= Monitoring System Usage/Pro-

cessing Vouchers, Coupons,
Scrip

= Dispatching Trip Requests

Each of these functions are des-
cribed below. Techniques for min-
imizing administrative costs are
displayed in Table E.1.

Overall Program
Management

Depending on the size and com-
plexity of the program, one 1o two
persons will be required to provide
overall program management and
direction, ensure budgetary control
and act as liaisons with the com-
munity and other points in the sub-
sidizing agency organization. Typi-
cally, a senior manager with other
responsibilities can provide over-
sight and liaison functions, while a
second person spends between 50
to 100 percent of his/her time on
day-to-day program operations.
This person should both be in a
position to hear complaints and
discover operational problems and
have the authority to modify the
program to rectify the situation.

Certification of User Eligi-
bility/User Registration

Procedures for ensuring that pro-
gram users meet the designated
eligibility restrictions can vary,
depending on the types and sub-
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Table E4 Minimizing Administrative Costs

Function

Techniques

Overall Program
Management

Program management can be provided by an
individual with other responsibilities and thus not
require a full-time position.

Certification ot
User Eligibility/
User Registration

Rely on doctors, social service agencies to certify
eligibility.

Rely on the “honor system,” with spot checks of
validity.

Do not require registration; just visible proof of eligi-
bility at time of trip or purchase of coupons/scrip.

Institute a mail-in registration procedure (e.g., West
Virginia (16)).

“Piggyback”, on existing public programs dealing
with the eligible population.

Ticket/Scrip
Distribution

Distribute by mail.

Distribute through merchants, banks, nursing
homes, social service agencies, etc.

Restrict times of the day or days when scrip/tickets
are on sale.

Dispatching Trip
Requests

Leave this function to service providers, unless cru-
cial to program objectives.

Make use of already existing dispatching system
by contracting out for this service.

Monitoring System
Usage/Processing
Vouchers, Coupon,
Scrip

Institute incentives for providers to correctly fill-in
vouchers (e.g., a 15¢ bounty per correct voucher).

s Check vouchers in bulk; not as they come in.

Utilize computerized management information
system,

Make use of existing administrative mechanisms for
issuing funds to outside entities.

Issue checks as infrequently as is acceptable to
providers.




45

Jectivity of restrictions. For example,
programs open to all elderly per-
sons can rely on existing forms of
identification such as drivers
licenses. Other programs with elig-
ibllity criteria such as inabllity to
use regular mass transit generally
require users to be interviewed, or
to submit some form of proof of
their disabllity. (See Exhibits at the
end of this section.)

While user registration is not
required in all programs, many
areas institute a registration pro-
cess in order to better track total
program use and restrict individual
usage. Registration can be per-
formed by:

= having users complete and
mall In applications and proof
of eliglbllity

a telephone interviews with users
= in-person interviews with users

If in-person interviews are desired, a
commonly used option is to con-
tract for or seek donated services
from a social service agency to
handle the certification and regis-
tration. These agencies are often
more familiar to the target group
than the subsidizing agency is,
and additionally, have appropriate
staff to conduct eligibility inter-
views with potential users.

Programs with user registration typ-
ically issue ID numbers and cards
so that service providers can verify
eligibility when trips are made. ID
cards may not be necessary if the
program includes a centralized trip
dispatching function with access
to a registrant name-and-address
file.

Programs which do not register
users rely on visible indications of

eligibilty (e.g., presence of a walk-
ing aid) or existing forms of identi-
fication at the time of scrip/cou-
pon purchase and/or at the time
of the trip. The Los Angeles pro-
gram (8) user the latter approach.

In addition to the initial user certifi-
cation process, it is often desirable
to re-certify program registrants on
an annual basis, using similar
procedures. In this way, continuing
program use by those with only
temporary disabilities can be dis-
couraged, and at the same time,
registrant file records can be kept
up-to-date. In Kinston (13), a survey
of project registrants found that in
just two years of program opera-
tion, 22 percent of the registrants
experienced some change in their
handicap status, and 14 percent
had changed their place of
residence.

Coupon/Scrip Distribution

Distribution of coupons and scrip
can be one of the most costly
administrative functions. Past pro-
grams have employed a variety of
methods:

s distribution/sale by mall (West
Virginia (16) used this method)

s distribution/sale at the subsidiz-
ing agency (one or more pro-
gram staff persons are assigned
fo this function)

m distribution/sale at remote sites,
including social service agen-
cles, medical facllities, banks,
shops, city halls, etc.

n distribution/sale by service
providers.

Programs generally combine the
coupon/scrip distribution and reg-
istration functions, as both involve
contact with the users. Thus, subsid-
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izing agencies which contract with
social service agencies for registra-
tion/certification also use them for
distribution.

The mgjor tradeoff to be consi-
dered when selecting one of the
above options is one of administra-
tive cost versus control. Making
use of remote sites will relieve some
of the administrative burden on
the subsidizing agency, and
improve “access” to the program
by users. On the other hand, when
program use limits are designed to
be enforced through restricted
ticket sales or where records of
sales are to be the primary means
of monitoring system use, there
may be risks to involving remote
distribution sites. Seattle (15), for
example, found that remote sites
did not perform the required sales
record-keeping functions
accurately.

Distribution sites must also be
made aware of policies regarding
the length of time for which cou-
pons/scrip are valid and of proce-
dures for issuing refunds for unused
coupons/scrip. (Most programs
simply do not grant refunds.)

Monitoring System Usage/
Processing Vouchers,
Coupons, Scrip

Monltoring systems (see also Sec-
tion J) involve a set of tasks inte-
grated with the various administra-
tive functions: user registration,
coupon/scrip distribution, and trip
dispatching, and with fare collec-
tion procedures on the part of ser-
vice providers. For example:

In Sedttle (15). outlets selling scrip
record for each transaction: book-
tet serial numbers, quantity sold,
purchaser’s ID number and date
of purchase on specially pro-
vided forms. While taxi drivers are
supposed to record program rid-
ers’ ID numbers and the value of
scrip collected for each trip,
some drlvers just keep records of
total scrip receipts each day.
Each taxi company collects scrip
and trip-record sheets from driv-
ers (lease drivers generally
receive cash for their scrip when
they turn it in), counts and
batches it by denomination, and
submits it to Metro along with
tally sheets showing trip records.
Large companies turn in scrip as
often as 2-3 times a week; smaller
companies turn scrip in less often.

Collected scrip is counted and
tally sheets are checked for
accuracy by Metro’s Accounting
Department. Reimbursement
checks are issued to taxi com-
panies generally within 8 days of
receipt of scrip.

In Los Angeles (8), where a com-
bination coupon-voucher system
is used, user-side subsidy riders
call the participating taxi opera-
tor (there is only one) on a spe-
cial phone line o requests trips,
and the dispatcher enters the
user’s ID on a log. Drivers record
mileage and fares on coupons
they collect. The cab company
submits coupons and waybllls to
the City, with an accounting of
the total fares charged on a
monthly basis. The City checks
these for accuracy, and issues
reimbursement checks.

Voucher/coupons/scrip process-
Ing entails collecting vouchers,
etc., from providers, along with
any back-up logs, verifying the
accuracy of recorded information,
and entering the information into
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central program records. Records
can be kept on simple hand-
written summary sheets, or on more
sophisticated computer data-
bases. In Montgomery (7). institu-
tion of a computerized manage-
ment information system cut down
on staff needs and administrative
costs.

Dispatching Trip Requests

Some programs (e.g., Kansas City
(12)) include a trip dispatching
function. This is most common
where wheelchair-accessible vehi-
cles are involved, where grouped
riding to improve productivity is a
goal, and/or where the user-side
subsidy program is part of a “brok-
erage” program to better manage
existing transportation resources.

Programs which dispatch trips can
control program use (screen for
particular trip purposes, restrict the
number of trips per user) as irip
reservations are made, instead of
relying on service providers and
more complex, “after-the-fact”

monitoring systems. However, dis-
patching does entail significant
administrative costs, and detracts
somewhat from the efficiency of
the user-side subsidy concept.

if a dispatching function is insti-
futed, procedures need to be
established for deciding on how to
allocate trip requests to the various
participating providers. Where two
or more similar providers are
involved, one of the following
procedures will have to be chosen:

= user chooses provider (advan-
tage: preserves individual
choice, stimulates competition);

= irlp requests are divided
equally among all providers
(advantage: an equal share of
trips tor all participating
providers);

n trip requests are assigned to
providers In a manner that max-
Imizes the productivity of ser-
vice (e.g., to group rides, minim-
ize back-hauls, etc.).
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E.1 Seattle Registration and Purchase-by-Mail Forms

REGISTRATION

Name Taxi 1.D. No.
Address Date of Birth
City Zip Code Telephone No.

Eligibility: Reduced Fare Permit

Senior Citizen D Disabled O
Household Income: Combined income includes social security, pension and interests on savings.

Single (Limit $7,833)
Two Persons (Limit $10,227)
Three Persons {Limit $12,642)

1168 FRONT (Rev 12-79)
(See Reverse Side)

How do you travel now? | hereby certify that the information
Mostly by: Sometimes by: stated on the opposite side is correct.
Own car O d
Friend’s car O O
Bus a O {Signature)
Taxi O O
Walk O O (Date)

1168BACK {Rev. 12-79)

Metro Taxicab Scrip Purchase-By-Mall Form

Name Scrip 1D No

Number ol Scrip Books
Address ;eoc:)l:(esled at $4 00 pel

Total amounl enclosed
(Number of
books » §4 00) $

City Zip Phone

‘If you have registered lor the Taxicab Scrip Program, your 1.D number is located
on the back of your Metro Reduced-Fare Permit If you have any questions, {Please use check or Money Order)
please call Metro al 447-4824 Mail form and check or money order to:

Taxicab Scrip Purchase

Metro Customer Assistance Office A

821 - 2nd Avenue, Seattle, WA 98104 "meTnO
(S P I U D N N N N N N N N N DU O R N
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E.2 Milwaukee Certification Form

SECTION A TO BE COMPLETED BY THE APPLICANT

Name (Please print or type) City State 2ip
Address Telephone

Social Security Number Date of Birth Age
Do you have a Medicaid Card? Yes No

Expiration Date

1 understand that the purpose of this certification form is to determine my eligibilicy
for participation in the User-Side Subsidy Program, and therefore agree to release the
information requested tec the program administrators. I understand that the completed form
will not be made available to any other person or agency. I also understand the program
administrators reserve the right, at the program’s expense, to have examined any person
seeking participation in the program when and as often as it may reasonable require.

User Signature

SECTION B TO BE COMPLETED BY PHYSICIAN OR AGENCY PROFESSIONAL

A. The above listed applicant has or will have a condition for a period of at least 3
months that requires the use of:

] A walker [] Crutches [T} Wheelchair [C] Legbraces (Long Leg)

If this condition is temporary, how long do you expect it to last ?
No. of months

B. The above listed applicant is legally blind. His condition is defined as:

[:] Central visual acuity of 20/200 or less in the better eye with the use
of a correcting lens.

A limitation in the field of vision such that the widest diameter of the
[:] visual field is equal to or less than an angle of twenty degrees.

To the best of my knowledpe, the information contained on this form is correct.

Physician's or Professional's Signature Print or Type Name
Office Address City State Zip
Date Telephone

SECTION C TO BE COMPLETED BY PROGRAM ADMINISTRATORS
CERTIFICATION APPROVED CERTIFICATION NOT APPROVED
IDENTIFICATION NUMBER

EX4
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E.3 Sioux Falls Administrative Procedures Fact Sheet

PROJECT MOBILITY
A USER-SUBSIDY PROGRAM

The general purpose of PROJECT MOBILITY is to lower the user
cost of selected transportation services for handicapped resi-
dents of Sioux Falls unable to use conventional bus service.

I. HOW TO APPLY FOR CERTIFICATION

a. Call the Sioux Falls Voluntary Action Center (336-5303)
between 8:00 - 5:00, Monday - Friday.

b. Give your name and address to the Agency.

c. Give the Agency the name and address of your doctor or
counselor. The Agency will mail the certification form
directly to this individual. Certification forms may
only be completed by: (1) a licensed physician, (2) a
licensed physical therapist, (3) a certified orientation
and mobility specialist, or (4) a certified rehabili-
tation counselor.

d. Completed certification forms will be returned directly
to the Sioux Falls Voluntary Action Center by the doctor.

e. If you are determined eligible for PROJECT MOBILITY, you
will be notified and arrangements will be made to com-
plete a certification interview with the Sioux Falls
Voluntary Action Center representative.

II. PROJECT MOBILITY USER PROCEDURES

a. If you have completed the above procedures and are
determined eligible for the program, a PROJECT MOBILITY
numbered identification card will be issued to vou.

b. You may then request transportation service directly -
THE AGENCY NEED NOT BE CONTACTED.

PROJECT MOBILITY Taxi

PROJECT MOBILITY Wheelchair Transportation is provided
Transportation is provided by: by: Yellow Cab Company,
We Care Wheelchair Transporta- Inc., 336-1616

tion Service, Ltd. 336-9625,

c. When calling for service, inform the dispatcher that
you are a PROJECT MOBILITY passenger. Inform the dis-
patcher if driver assistance will be needed in boarding
the vehicle.

d. When boarding the vehicle, show your PROJECT MOBILITY
I.D. card to the driver.

e. At the end of the trip, read the charge slip given to
you by the driver, and pay only the rate indicated as
"user share". Do not sign the charge slip if the user
share is not in conformance with the rates listed below.
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PROJECT MOBILITY USER RATES

The following rates are based upon a one-way trip for an
eligible individual (or group of individuals) between a
single origin and a single destination. Escorts and/or
companions traveling with the eligible individual between
the same origin and destination are included in the user
cost and will not be charged a separate fare.

TAXI SERVICE

Time Period User Cost
Monday-Saturday* 31.00 per person (or
6:00 am - 6:00 pm group)

WHEELCHAIR SERVICE

Monday-Saturday* $1.00 per wheelchair
6:00 am - 6:00 pm transported

*Except the following holidays: Memorial Day, Fourth of
July, Labor Day, Thanksgiving, Veterans Day, Christmas
and New Year's Day.

III. PROJECT MOBILITY GENERAL POLICIES

a. Final determination of questions regarding the eligibility
and certification of applicants for PROJECT MOBILITY
shall rest with the City of Sioux Falls.

b. Qualified persons will be eligible for either TAXI
or WHEELCHAIR TRANSPORT service, whichever 1s most
appropriate. Persons will not be eligible for both
services. -

c. Persons eligible for PROJECT MOBILITY on a TEMPORARY
basis shall be issued an ID card with an expiration
date and shall surrender the ID card to Barrier
Awareness upon its expiration.

d. Barrier Awareness shall be authorized to revoke the eli-
gibility, subject to written City concurrence, of any
person certified on the basis of incomplete or incorrect
information.

e. Wheelchair service requires that the rider call 24 hours
in advance. Other requests (non-advance) will be handled
on a space available basis.

FOR MORE INFORMATION CONTACT: PROJECT MOBILITY
c/o Sioux Falls Voluntary Action Center
2118 S. Summit Avenue
Sioux Falls, SD 57105
336-5303
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E.4 Milwaukee County User-Side Subsidy Hardship Application

EXHIBIT E.4 MILWAUKEE COUNTY USER-SIDE
SUBISDY HARDSHIP APPLICATION
NAME : Uu.s.S5. I.D. No.
ADDRESS : TELEPHONE :
CITY: ZIP CODE:

I hereby make application for hardship status in the Milwaukee County User-
Side Subsidy Program. I understand that this designation applies only to medical,
employment, or education trips. I understand that I am responsible for the payment
to the carrier (taxi, van) of all costs beyond the maximum subsidy limit of $9.50
for wheelchair and $6.50 for others. I understand that I will be reimbursed
through the User-Side Subsidy Program for costs over $10 incurred during designated
two week periods for medical, employment, or education trips. I understand further
that fraudulent usage of this benefit will result in disqualification from the
Milwaukee County User-Side Subsidy Program.

User's Signature Date

wpLOVMENT: T T
Employer: Work Hours: From: To:
Address: Full Time

Phone: Part Time (describe)

Supervisor's Name:

Supervisor's Telephone:

Supervisor's Signature Date

MEDICAL

List below doctors, dentists, optometrists, psychiatrists, psychologists, licensed
therapists, and chiropractors, which you regularly visit.

NAME : ADDRESS @

EDUCATION:

School: Semester: From: To
Address: Advisor's

Name of Advisor Telephone

Attach a copy of your Cashier's receipt for tuition or fees for the semester indi-
cated above.
EX17




I
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F

Program
Costs and
Funding

This section provides information on
the cost of planning, implementing
and operating user-side subsidy
programs and the potential fund-
ing sources available to finance
these programs.

Cost Components

The two major categories of costs
for user-side subsidy programs are
the subsidy payments to users
(generally redeemed by the ser-
vice providers) and the administra-
tive costs associated with operat-
ing and managing the program,
including registering users and
providers, printing and distributing
scrip or vouchers, redeeming scrip
or vouchers, and monitoring. Users
also bear part of the program
costs, though this component is
“invisible” to the subsidizing
agency and is determined by pol-
icy decisions regarding subsidy
levels to be established.

Subsidy Costs. The subsldy com-
ponent of total costs is a policy var-
iable which can be controlled to a
great extent by the operating
agency. For ongoing programs,
subsidy costs range from over 90%
to less than 50% of total program
costs and the subsidy levels may
vary widely, covering from 5% to
100% of trip costs for the user. Sec-
tion D of this guide discusses alter-
native subsidy mechanisms and
methods to control overall subsidy
costs.

Start-up Costs. The costs of initiat-
ing a user-side subsidy program
have tended to be quite modest
compared to the overall subsidy
and adminstrative costs of the
operating program. in many cases,
one individual (not necessarily full
time) has been able to plan,

organize and initiate a user-side
subsidy program over a two to four
month period.

Major start-up activities include:

program planning and funding
office organization
initial marketing/promotion

development and Initiation of
program management/clerical
procedures

For the five UMTA-sponsored dem-
onstration projects, start-up costs
varied from $10,000 to $15,000 for
programs serving between 3,000 to
10.000 trips per month, once rider-
ship stabilized. Several other pro-
grams (2} estimate start-up costs in
the $4,000 to $6,000 range.

Administrative Costs. The adminis-
trative costs for an ongoing pro-
gram, once the start-up period is
over, will depend to some extent
on the type of program being
implemented. Specific program
characteristics which will influence
administrative costs include:

m size of the program (number of
registrants and trips)

type and number of user
classes

subsidy mechanisms employed
number of providers
extent of monitoring/auditing

degree of automated data
processing

The administrative cost of existing
user-side subsidy programs vary
quite widely depending both on
program design and other local
factors. In almost every case, labor
costs are the major administrative
cost category, and there is gener-
ally a certain minimum fixed
administrative cost assoclated with
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any program. While total adminis-
trative costs tend to increase with
program size (amount of subsidy or
number of trips), the administrative
costs per trip tend to decrease as
program size increases.

Tables F1 and F.2 show how admi-
nistrative costs vary for a number of
ongoing programs. Table F1 sug-
gests that administrative costs
decrease as a percentage of sub-
sidy expenditures (and thus total
program costs) as program size (as
indicated by the subsidy level)
increases. Similarly, Table F.2 indi-
cates that the administrative costs
per passenger trip tend to
decrease as the total ridership
level increases. Thus there are
some components of administra-
tive costs which are either inde-
pendent of program size or
increase at a substantially lower
rate.

It should be noted that the results
shown in Tables F1 and F2 are
based on a relatively small number
of programs of widely varying slze
and design, and for the smaller
programs, in particular, there is a
high degree of variance in the
magnitude of administrative costs.
Some of this variation can be
explained by the fact that many
programs “bury” a portion of their
administrative costs in non-
program-related overhead
accounts,

Developing a Program
Budget

While the administrative cost expe-
rience of other programs can be
useful to get a preliminary estimate
of the administrative costs of a new
user-side subsidy program, a more
precise budget must reflect the
specific program design under

Table F4 Administrative Costs as Percent of Subsidy
Costs for Ongoing Programs

Annual Administrative Cost Number of
Subsidy Level as % of Subsidy Cost  Programs
0-$50,000 33.6% 6
$50-$100,000 371 5
$100-$500,000 274 4

Over $500,000 10.3 2

Table F.2 Administrative Costs Per Trip for Ongoing

Programs
Annual
Ridership Adminstrative Number of
Level Cost Per Trip Programs
0-50,000 8.63 9
50-400,000 4
100-500,000 2
Over 500,000 2
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consideration. Also, while the
administrative costs of many pro-
grams are quite modest, other
programs of similar size have had
significant administrative expenses.
Thus, it may require a few cycles of
program design and budget esti-
mating fo develop a program
which both meets objectives and is

noted, the line items with an aste-
risk do not appear in the adminis-
frative cost of many user-side sub-
sidy programs due to explicit
design considerations (use of
computers, payments to scrip/-
ticket outlets) or due to the way
the operating agency allocates its
costs (overhead, rent/utilities, and

consistent with local funding
constraints.

possibly computers).

Labor, almost without exception, is
the largest single administrative
cost item varying from 36 percent
to 90 percent of total administra-

Figure F1 shows the typical line
items appearing in a user-side sub-
sidy adminstrative budget. As

Figure F4 Adminisirative Cost Budget

Labor Hours $/Hr. Total

Supervisory/management staff
Clerical/accounting staff

Subtotal Labor
Overhead (Fringe Benefits)
% x Labor Cost (typically 25-40%)*

Subtotal Overhead

Direct Expenses
Office supplies and printing (client registration/
IDs, Scrip/Vouchers)

Promotion and advertising
(including maps/schedules)

Office rental/utilities®

Computer time*

Payments to outlets®

Miscellaneous
postage

telephone
local travel

Subtotal Direct Expenses

Total Administrative Cost

*The magnitude of these costs vary significantly depending on program design and the operating agency.
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tive costs with 60 percent to 80
percent being typical.

Table F.3 shows the monthly distri-
bution of labor costs among func-
tions for one program using scrip
and serving approximately 10,000
trips per month. While actual costs
will vary widely, the distribution of
costs is indicative of the functions
(i.e., scrip distribution/redemption)
requiring the most staff efforts for
an ongoing program. In four of the
five user-side subsidy demonstra-
tions sponsored by UMTA,* an aver-
age of 2.5 full-time persons staffed
the fully operational programs with
subsidy distribution/redemption
accounting for one third to one
half of total staff effort. The other
program, in Danwille, lllinois, used
vouchers (no scrip distribution)

*Danville, Montgomery, Kinston, Lawrence,
Milton Township.

and computerized processing to
cut staff needs to approximately
one half-time postion.

A number of other small programs
are being operated with one indi-
vidual, often part-time, performing
all required functions. In Exeter,
New Hampshilre, senior volunteers
do all the administrative work for a
program serving 10,000 frips
annually.

Overhead costs for labor will vary
greatly depending on the agency
operating the program. For many
programs these costs are in the
range of 25 percent to 40 percent
of direct labor costs. If the program
is set up within an existing agency,
the required overhead charge will
generally be a given standard
rate. However, many existing pro-

Table F3 Distribution of Monthly Labor Cost

(Seattle 1981)
Percent of
Labor Cost
Planning 19
Office Management and Coordination 22
Promotion and Marketing 4
Client Registration 6
Scrip Printing/Distribution 3
Scrip Sales 31
Scrip Redemption 15
Total 100%
Costs
Total Monthly Labor Costs $3.700
(excluding overhead)
Total Monthly Direct Costs 2.500
Total Monthly Administration $6,200
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grams do not have to bear this
cost simply due to the agency's
cost allocation and accounting
system. If a program is set up inde-
pendently or is required to cover all
costs, overhead costs will have to
cover . all non-salary, labor-related
expenses including vacation, holi-
day, sick time, insurance, disability
and retirement benefits.

Direct Expense items will generally
be more straightforward to esti-
mate than labor costs, though
some such as printing and pay-
ment to outlets (if applicable) will
vary with the program size. Many
programs receive substantial in-
kind contributions to cover all or
part of such direct expenses as
office supplies, printing and rent
and utilities. Again, the agency
sponsoring the program often will
dictate to what extent an individ-
ual program must cover full costs.
In Milwaukee (17), the user-side
subsidy program received the
benefit of in-kind contributions
including rent and utilities when
located within the county transit
agency, but had to account for all
costs when the program was
moved to the county public works
department.

Estimating Total Program
Costs

The total public costs of a user-side
subsidy program, once the initial
start-up period is over, will depend
on the magnitude of both the sub-
sidy and administrative costs. In
Section D, a worksheet was pro-
vided for calculating total subsidy
costs based on the number of trips
served.

To arrive at a preliminary estimate
of total program cost, simply add
the subsidy cost estimate from the

worksheet to /fhe product of the
projected number of trips and the
approximate average administra-
tive cost per trip provided in Table
F.2. It should be cautioned, how-
ever, that this estimate should be
used only as an initial guide sub-
ject to revision once an explicit
budget estimate has been
developed.

The actual total cost experience for
a number of different programs is
shown in Table F4. Table F.5 details
administrative and subsidy cost
components for four of these
programs.

Funding Sources

There are a variety of Federal, state,
and local funding sources that can
be used to fund a user-side sub-
sidy program. While some of the
funding sources that have been
used by many programs in the
past have been cut back or elimi-
nated, a variety of potential fund-
ing sources remain. Table F.6 lists
potential Federal, state, and local
sources of funding. Of course, spe-
cific state and local sources vary
widely.

The most frequently used Federal
programs are UMTA Sections 16
and 18 and HHS Titles lil, XIX, and
XX. At the state level, tfransporta-
tion programs have been the
primary source, while at the local
level, general funds or a variety of
social service agency contributions
have been the predominant sour-
ces of funds. Table F7 lists the mix of
funding sources used by a number
of ongoing programs. In many
programs, a number of different
revenue sources are used. It should
be noted that the Federal entitle-
rment programs (i.e., Titles Ill, XIX,XX
etc.) restrict the use of funds to
program eligible recipients. Thus if
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more than one of these programs is
used, or if any one program is used
in conjunction with a less restrictive
state or local program, a record
keeping and auditing procedure
will have to be established to verify
the claims credited to each fund-

Table F4 Total Program Costs!

ing source. For some programs, this
record keeping has proved to be a
significant administrative burden
requiring a more complicated dis-
patching procedure and multiple
sets of books.

Total Admin. Subsidy Total
Program/ Annual Annual Cost Cost/ Cost/
Subsidy Mechanism Trips Cost Per Trip Trip Trip
Mliwaukee 168,00 $1,476.800 $1.05 §7.74 $8.792
(19841)/Vouchers
Sedttle 50,113 224,108 1.50 2.97 4.47
(1980)/Scrip
Los Angeles (12/78- 59,327 150,869 .78 1.77 2.55
14/79)/Scrlp
Montgomery 36,187 110,447 1.60 1.45 3.05
(1979) /NVouchers
Kansas City (5/77- 56,383 137.479 .86 1.58 244
4/78/Coupons
Kinston 36,832 54,251 .64 .83 1.47
(1979)/Scrip
Lawrence 96,954 119,770 48 76 1.24
(1979)/Scrlp
Danvllle 89,900 109,715 20 1.02 1.22
(1976)/Vouchers
West Virginia 1,229,729 1,365,000 22 .89 1.11
(1978)/Scrlp

Costs have not been converted to current doliars.

Milwaukee’s high cost reflects both a high meter-based taxi fare, and a relatively large number of wheelchair trips, which were subsidized

upto $9.50
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Table £.5 User-Side Subsidy Monthly Operating Costs*

Danvlile Montgomery Kinston Lawrence
Labor
Average Wage Rate $5.40 $5.01 $3.81 $7.38
Staff Hours Per Month 88 404 367 350
Direct Labor Costs $475 $2,125 $1.,400 $2,582
Overhead (25%) 7 ) 30 )
Total Labor Costs $550 $2,656 $1,750 $3,228
Office Rental & Supplies 350 1.773 200 5565
Promotion and Advertising 100 83 10 63
Computer Costs 500 325 — —
Total Administrative Costs $1,500 $4,837 $1.960 $3,846
Average Number of Subsi- 7.500 3.016 3,070 8,080
sldized Taxi Trips/Month
(1979)
Average Adminstrative Cost $.20 $1.60 $.64 $.48
Per Trip
Average Subsidy Per Trip 1.02 1.45 .83 76
Total Public Cost Per $1.22 $3.05 $1.47 $1.24
Subsidized Trip

*Danville cost figures reflect a typical project month in 1976, Cost figures for the other three sites reflect typical project months in 1979,

Source: Reference (1)
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Table F.6

Potential Revenue Sources

Program Description Type
Federal
UMTA Deployment of Innovative Discretionary
Section 4 (i) Techniques in Public

Transportation
UMTA Formula grants for opera- Formula
Section & ting assistance (50% match)

ofr capital expenditures

(20% match)
UMTA Up to 100% financing for Discretionary
Section 6 planning. capital and

operating costs for demon-

stration projects
UMTA Planning grants Discretionary
Section 8
UMTA Capital grants to private Discretionary

Section 16 (b) (2)

non-profit organizations
for transportation for the
elderly and handicapped

UMTA Public transportation Formula
Section 18 for rural and small urban
areas. Requires 20%
match for capital expendi-
tures and 50% for operating
assistance
HHS Transportation to and from Discretionary
Social Service community services and
Title XX facilities for Title XX
eligible (low-income)
- recipients
HHS Medically related trans- Discretionary
Medical Assis- portation for eligible
tance Title XIX public assistance recipients
HHS Transportation for health, Formula
Older Americans nutrition, shopping. social
Act Title Il B service and recreational-
related trips by the elderly
Rehabilitation Act All programs can cover Mix of dis-
Section 10 transportation expenses crefionary,
VISTA for eligible participants targeted, and
CETA traveling to and from formula pro-
Retired Senior program sponsored activities grams
Volunteer
Foster Grandparents
Senior Companion
Program
Work Incentive
Program
State
Transportation Variety of potential funding
Health/Welfare sources—will vary from
Labor/Empioyment state to state.
Elderly In-kind services—especially
technical assistance often
available
Local
City/County General Variety of sources depending
Funds on local area
Transit Agency User charges often used to
Social Service defray client registration
Agencies costs.
User Charges

Volunteer Labor
In-kind services,
facilities

Private
Privately sponsored

programs
Foundations/chari-

table organizations

Volunteers
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Table F7 Revenue Sources Used by Selected Programs

Malvern, AR

Title XX

Title XIX

Section 18

State Social Security

Los Angeles, CA

State Transportation Development Act
Funds

Canon Clty, CO

Section 18
County General Funds
City General Funds

Wiimington, DE

Delaware Department of Transportation
Delaware Transit Authority

Evansville, IN

Title XX

Title Il

City General Funds
State General Funds

Lawrence, MA

City General Funds
State Funds
UMTA Section §

Kansas Clty, MO

1% Transportation Sales Tax

Exeter, NH Town General Funds

Senior Volunteers
Billings, MT Various Social Service Agencies
Pennsylvania (Statewlde) State Lottery Funds

Milwaukee Counly, Wi

County General Funds
State Transportation Funds
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The Planning
and Imple-
mentation
Process

Despite the old adage that sche-
dules are made to be broken, a
rough timeline for carrying out the
various activities necessary for pro-
gram planning and implementa-
tion can be a useful management
tool.

Making a timeline involves the fol-
lowing steps:

1. List all activities

2. Estimate time requirements of
each

4. Design strategies necessary for
“phasing-in"” components

5. Decide on sequencing of
activities

Planning and Implement-
ation Activities

The following list of activities and
the Handbook sections relevant to
them may be used as a basis for
scheduling program design and
implementation activities. Note
that the process will be an iterative
one; no specific order of activities

3. Anticipate potential sources of
delay . can be recommended.
Relevant
Handbook

Activity Section(s)

1. Establish schedule for Program Planning and Implementation G

2. Assemble and establish periodic communication with formal AH
or informal Task Force/Policy Group to guide program
design. (Members might include representatives of the
subsidizing agency and/or other tfransportation and human
service agencies, potential service providers, and user
advocacy groups.)

3. Establish program goals and objectives A

4, Lline up funding sources F

5. Anticipate and pursue necessary regulatory changes C

6. Decide on user eligibility criteria (or define a B.D
set of alternatives)

7. Inventory service providers to obtain background C
information and initial indicators of interest

8. Project potential program demand given selected B
eligibility criteria

9. Project potential program costs given demand estimate

10. Investigate and selecf-c subsidy mechanism D

11. Investigate and select methods for limiting total D
subsidy allocations

12. Enlist participation of service providers Cl

13. List administrative functions required for program E

operation, and determine how they will be performed

(user registration, ticket distribution, etc.)
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14. Draw up program budget

15. Design program monitoring system J

16. Obtain necessary approvals AH

17. Set up administrative offices E

18. Negotiate agreements with service providers I

19. Hire and train new staff E

20. Go through competitive bidding process for any desired E
services (optional)

21. Design and order necessary materials (vouchers, DH
brochures, etfc.)

22. Design and launch marketing and community liaison H
strategies

23. Obtain and implement computer software for record-keeping EJ
(optional)

24. Meet with service providers to explain program procedures Cl

25. Register users and distribute scrip (if applicable) E

26. Respond to problems which arise J

Time Requirements/
Sources of Delay

Past user-side subsidy programs
exhibit considerable variation in
time requirements for different
activities. In general, a minimum of
two months will be required for
program implementation, though
in many cases it will take longer (4-
6 months). In planning an imple-
mentation schedule, it is best to
use judgement and rely on the
agency'’s past experience with sim-
ilar kinds of activities--for example,
how long it has taken to locate
and hire new staff, or fo go out to
bid for marketing services.

Major sources of delay in past user-
side subsidy programs have
included:

the planning process: signifi-
cant lead time may be required
to obtaln agreement on pro-
gram design

changes in political leadership
resulting In shifting degree of
support/priority for the program

difficulty in arriving at mutually
satistactory agreements with
suppliers-particularly when
major modificatlons to tare
structures, service dispatching,
eic. are being pursued

difficulty in finding a suftficient
number of qualified supplliers to
support the goals of the
program

necessity of pursuing regulatory
changes (e.g., amending taxi
ordinances)

s funding uncertainties
= competitive bidding processes
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The program manager should be
very careful to anticipate any of
these major delays, and design the
implementation process so that
delays do noft result in wasted
resources or dilution of the impacts
of other implementation activities
(marketing campaigns in particu-
lar). A good strategy for this is a
phased implementation process.

Strategies for “Phasing-In”
Program Components,
Sequencing Activities

Whehever there is uncertainty
about how a program will work out,
it Is best to implement the program
in phases. For user-side subsidy
programs, which depend on many
difficult-to-control outside factors
for success, two types of phasing
strategies are recommended. The
first simply involves built-in “check-
points” in the implementation pro-
cess where a go/no go decision
can be made with a minimum of
waste and embarassment. Reach-
ing formal agreements with a set
number of service providers is one
example of a possible “check-
point”; another is winning the
endorsement of a group of agen-
cies whose support is felt to be
critical.

The second type of phasing stra-
tegy involves implementing a
scaled-down version of an ulti-
mately larger program so that inev-
itable bugs can be worked out;
demand can be gauged and
procedures can be streamlined

without an inordinate amount of
disruption. Possible ways of scaling
down a program could include:

s involving a smaller number of
sarvice providers

n using fewer distribution points
= limiting the service area

s placing more resirictive limita-
tions on ellgibility

s placing more restrictive limita-
tions on trip purposes

n lowering the subsidy per trip or
per user (increasing user fares)

General principles to use in design-
ing a phased-implementation pro-
cess are:

a don't change too much too
often — user and provider con-
fusion resutts

= try and mdintain the same gen-
eral administrative framework
from the start — the object Is to
build the program up, not fo
change course

u unless necessaty to prevent
program abuse, expand, don't
reduce beneftits to users In sub-
sequent phases to avoid
unpopularity and distrust —
program eligibility shouid be
expanded as time goes on (it
possible), not restricted further

s reduce, don't expand, required
paperworkfor setvice providers —
otherwisé a new negotiation
process could be necessitated

a perlodic fare Increases are
generdlly acceptable to and
understood by users, and
should be instituted in line with
increases In service costs.
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H

Community
Licison and
Marketing

Marketing and community liaison
activities are particularly crucial to
successful user-side subsidy pro-
grams, as no vislble new transpor-
tation system is created for people
to see; and existing agencies in the
community are often relied on for
administrative support.

Community Liaison

As defined here, community liaison
simply means establishing contact
with different members of the
community to achieve one or more
of the following objectives:

= build communlly support for the
program

= seek additional program fund-
Ing sources

= maximize opportunities for
“gifted” services, such as ticket
distribution through merchants
or user certification through
soclal service agencies

= ensure that the program s
coordinated with and non-
duplicdative of existing transpor-
tation services

s establish effective mechanisms
for obtalning community feed-
back on how well the program
is working

= make use of existing links with

the target population for mar-
keting purposes

The kinds of groups o involve in a
community ligison effort could
include:

= user groups/organizations (par-
ticularly useful for building pol-
itical support)

= social service agencies (e.g.,
Red Cross, Meals on Wheels
programs, senior centers, cen-
ters for independent living, etc.)

m city/state committees or coun-
cils on aging

= elecied officlals

welfare departments

jobs programs

nursing homes

local chambers of commerce

individual merchants, busi-
nesses, and banking institutions

a librarles and schools

= public transit and paratransit
operators

a private transit and paratransit
operators (including taxi
companles)

A community liaison effort should
ideally begin during the design
phase of the program — to test out
ideas, learn about the market and
its needs, gauge the receptivity of
potential service providers, and
learn about any major concerns or
barriers which could impede pro-
gram implementation. This initial
component should include infor-
mal contacts — a series of phone
calis or informational letters asking
for comments, as well as estab-
lishment of a formal program steer-
ing committee composed of repre-
sentatives of the target population,
service providers, the business
community, etc.

As the program design is finalized
and implementation begins, it is
important to keep the channels
open so that feedback on the pro-
gram can be obtained, and
opportunities to make use of giftec
services or links with the target
population can be capitalized
upon.

Marketing Activities

These include all efforts directed @
informing the target population
about the program and assisting
them to use it. Information dissemi
nation opposed to “flashy advertis
ing” should be the emphasis. A
“bare-bones” marketing program
would involve:
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1. A public announcement of the
program; and

2. Distribution of materials explain-
ing program procedures and
restrictions.

Because public funds are involved,
it is extremely important that
nobody suspect that the program
is being kept a secret, and that
reasonable efforts have been
made to inform the potential users
(who are often shut-ins). It is also
essential that the program’s
procedures and restrictions are
layed out in clear terms to the
users. This will avoid unintentional
program misuse and misunder-
standings, and will minimize the
burden on service providers to
explain and clarify the rules (see
exhibits for sample brochures).

A list of marketing techniques is
provided below. In general, pro-
grams have found that personal-
ized “word-of-mouth” strategies
work best.  Surveys of users of
past programs have revealed

that the most commonly cited
source of information about
programs has been from friends
and relatives. Thus, strategies
aimed at the general population
should not necessarily be ruled out.

Marketing Techniques

Telephone Campaigns

Mass Maillings (using social service
agency lists or voter registration lists)

Special Project Newsletters
Press Releases

Radio/Television Public Service
Announcements

Newspaper Ads
Pamphlet Distribution (to stores, librar-
ies, senior centers, etfc.)

Exhibits/Registration Desks (at fairs,
markets, etc.)

Posters (on buses, in cabs, at social set-
vice agencies, stores, etc.)

Free shopping bags (with program
logo)
Announcement of program by public

officials (e.g., at Mayoral news
conference)

Free Trips (given away to the first 50
registrants) or to individuals who come
by taxi to register



71

H.1 Lawrence Program Brochure

The Memrimack Valley Regional Transit Authority
and the City of

LAWRENCE

present

LIFT EQUIPPED
VAN TRANSPORTATION

as a component of

TRANSFARE

offering

UMITED REDUCED FARE
VAN TRANSPORTATION

to
Resldents of Lawrence
Regardless of Income
who are confined to a wheelchair or walker

for more than a six month duration and are unable
to use taxi as a means of transportation

or require the aid of an attendant.

REGISTER
MONDAY through FRIDAY
8:30 am. to 4:30 p.m.

at
-
TRANSFARE
370 Gommon Streal (at the Intown Mali
Lawrence, Massachusells 01840
or
Call 685-1412 to arrange for
a short registration inlerview at your home

CITY OF LAWRENCE
Lawrence P. Lefebre, Mayor

Client Pays:
Al the end of the trip, you will pay the driver in cash the dif-
ference between the total fare and the subsidy deduction

VAN SERVICE RULES:
There are no restrictions on the purpose of your trip.

You may use the van service for only iwo two-way or four
one-way trips per week

PARTICIPATING VAN SERVICES:

List of pariicipating van services can be obtained al the
Project Office.

TRAESFARRE

ELIGIBILITY:
You must /ive in Lawrence and eilher be confined to a
wheelchair or walker, or require ihe aid of an attendant

REGISTRATION:

1f you are unable 1o register in person at the TRANSFARE
office, call 685-1412 to arrange for registration interview at
your home. The TRANSFARE office may require medical
verification of your disability from a social service agency
or licensed physician. Upon registration, you will be given
a TRANSFARE identification card.

CARRY THIS CARD WHENEVER you use the van service,
The van driver will ask to see it.

USING YOUR TRANSFARE I.D. CARD:

When you call a participating van service, the driver will
ask to see your TRANSFARE 1.D. card. At the end of lhe
trip, the driver wili fill out a TRANSFARE voucher, you will
sign it, and the driver will give you a copy. Sign only one
voucher for each oneway ride. TRANSFARE does nol
place any restrictions on the purpose of your lrip. You can
use the service for any reason.

COST OF RIDE

Trip Charge: $15.00

For a one-way lrip within 5 miles of the Lawrence Central
Business Districl, The subsidy will be $13.00 and you will
pay $2.00. Although most trips will cosl you $2.00, in some
cases, you may be required to pay additional fees,

Attendant Fee:

1f you need the aid of an atlendant, the van service will
provide one for a $550 fee. TRANSFARE will pay $4.50
and you will pay $1.00.

Addltional Mileage:

If you travel beyond 5 miles of the Lawrence Central
Business District, the cost is 53 cents per mile after the
first five miles.

Group Ride Rates:

When you travel in a group ride (two or more eligible
handicapped passengers riding from the same origin to
the same destination) you will receive a discount in the
fare.

In most cases, a one-way ride will cost each passenger in
a group ride $1.50.

The first handicapped passenger in a group ride will be
charged $15.00 for a one-way trip within five miles of the
Lawrence Central Business District. You will pay $1.50
and TRANSFARE will pay $13.50. The second and subse-
queni handicapped passenger will each be charged $7.00.
You will pay $1,560 and TRANSFARE will pay $5.50.

All handicapped passengers in a group ride will pay an
equal share of any additional fees (attendant or mileage)
associated with the ride.

Subslidy Deduction:

For a single one-way 1irip by a handicapped passenger
thirteen dollars ($13.00) will be deducted from the trip
charge of $15.00.

If you require an attendani, four dollars and fifty cents
($4.50) will be deducted from the $5.50 attendant fee.

In a group ride, thirteen dollars and fifty cents ($13.50) of
the $15.00 trip charge will be deducted for the first
handicapped passenger and five dollars and fifty cents
($5.50) of the $7.00 per additional handicapped passenger
fee will be deducted for the second and subsequent
passengers.
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1.2 Seattle Brochure for Users

Limit of 25 scrip
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Heipful Hints

You can help Metro and
participating cab companies
serve more people if you:

Take the bus whenever you
can Your Metro Reduced
Fare Permil lels you ride the bus
for 15¢ on regular Melro routes
anywhere In King County Oi you

can purchase a Reduced Fare
Monthly Pass — 1t costs only $2
and lels you nde as often as you
like for a whole month
If you must use a bus that is
wheelchair lift-equipped. check a
timelable for your route to see if
accessible service is provided—or
call 447-4800 for information on
routes offering wheelchair
accessible service

Ride in groups. Remember—

you can save money by
sharing the cab with other
people

Avoid traveling during rush

hours (7-9a.m. and 4-6p.m)

If you need more information or
would like to make comments
about the Taxicab Scrip Program,
call 447-4824

You may request a refund
(purchase price) for unused scrip
coupons Jusl bring your unused
coupons to Metro’s Accounting
Office (7th Floor of the Exchange
Building at Second and Marion
Seallle) belween 8am and

5 p.m. Monday lhrough Friday
Only unused scrip coupons thal
remain in the Scrip Book. and have
lhe same sernal number as the
Book. will be redeemed

Refunds will be at 50% of face
value since the $10 book cosls
only $5

$10 worth
of taxicab
service
for
just

21982

Metro's
TaKicab
SCIMD
Program

for low-Income
disabled
people and

senior
citizens

Discounts on cab
fares when . -

Melro offers
taxicab scrip al a
discounted price to low-
income disabled people and senior
citizens The scrip may be used for
special or emergency trips when
no other means of transporlation is
available Aithough many Melro
roules have (ifl-equipped buses for
nders who are in wheelchairs or
unable to climb steps, Lhere are
still some areas where bus lrans-
portalion{or elderly or handicapped
peoples himited Il you qualdly for
the Taxicab Scrip Program, you
may purchase books worlh $10 of
taxi rides for just $5

Who is eligible?

You qualify if you are disabled or
age 65 or older and your yearly
household income 15 below $8,885
for one person, $11,619 lor two
people or 514,353 for three or more
people’

R R A O AR g ST

[ i Pl ey Foccnnned

CEE T M

How to register

Il you meet eligibilny requirements
you may regisler for lhe Taxicab
Scrip Program at Melro's Cusiomer
Assistance Olfice (4th Floor of the
Exchange Building al Second and
Marion, Seattle} The office 1s open
Monday belween 8 a.m and

5:30 p.m and Tuesday through
Friday from8am uli5pm Bring
prool of age or disability (for
example, a Metro-Reduced Fare
Permil, birth certilicate. VA or SSI
award lellers, etc )

if you already have a Metro
Reduced Fare Permit, registralion
for the Taxicab Scrip Program 1s
ree If you don't have a Reduced
Fare Permit, a St fee will pay lor
both 1hal and your Taxicab Scrip
registration

For other locations in King Counly
where you can register, please call
Metro al 447-4824

Buying
scrip

Once you
have registered you may
purchase $10 books ol taxicab
scrip lor just 85 each The hmit per
person 1s 25 books each calendar
year If you are disabled and must
use hil-equipped laxicabs you
may buy up lo 30 books each
calendar year

Scrip books are available al
Metro's Customer Assistance
Office. Ihe Mayor's Office for
Senior Cilizens {(Room 315 Jones
Bidg . 1331 Third Ave . Sealtle) and
several community service cenlers
(conlacl the M O S C at 625-4834
lor locations)

You also may purchase scrip by
mail Mail forms are available al lhe
Customer Assislance Ollice or you
may use the one on lhe back panel
ol lhis brochure

You will receive a scrip purchase
card lhe first ime each year thal
you buy laxicab scrip Bring lhe
card {or send 1t) each ime you
purchase scrip

For names of
participating cab
companies in your area, phone
447-4824 or 625-4834 Some
companies offer special lower rales
if you share your ride with other
passengers Other companies
provide wheelchair accessible taxi-
van service, upon request

Alter you have selected your cab
company, jusl call to requesl a taxi
When you pay your fare, show lhe
driver your Melro Registration
card You may then use scrip to
pay all or part of your fare (Scrip
may not be used lor tips.)

If you are eligible for taxicab scrip
but live in an area of King County
without taxi service, your Metro
Registration Card may allow you to
nde with the "Van-Go" service

Northeast King County Van-Go
(485-6524) serves lhe areas north
of the Seattle cily limits and east of
Lake Sammamish South King
County Van-Go (824-9181) serves
southwest and southeast King
County Call for information
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H.3 Seattle Bus Poster

Metro'’s Taxicab
80

\,\.g scrip Program

for disabled people

and low-income
Wom n' tallcan sew‘ce senior citizens
ml‘ lllSl 1 {'o'u think ygz ﬁy be eligible,
Y| o 625-0830
Metro's Customer -
g::ngTno Asslislance Oftice M? 4824
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Negotiating
with Service
Providers

Reaching agreements with service
providers on the terms and proce-
dures to be followed for the subsidy
program can be a very simple or a
very long and difficult process.
Ideally, providers should be given a
chance to give their input during
program design so that a mutuaily
agreeable set of procedures can
be arrived at.

Major concerns of service providers
are likely to include:

= How many new trips wlill the
program produce? Will capac-
ity have to be added to the
system?

= How often will reimbursement

occur — could there be cash-
flow problems?

= What will be required of the dis-
patcher and general adminis-
tration? How much will this cost?

= What will be expected of the
drivers in ferms of paperwork?

= Will there by any labor negotia-
tions required?

= How will this affect current poli-
cies about shared-riding?

= Will users be expected o tip
drivers?

= What will the reimbursement per
irip be: a fixed rate or a varia-
ble one based on actual trip
costs?

= WIII drivers be expected to pro-
vide special assistance to
passengers?

s Can extra fees be charged for
wheelchair-bound passengers?

s Can extra fees be charged for
luggage, packages, eic.?

= WIIl regular tares be charged to
escorts of program users?

= What fares and trip-recording
procedures are to be used tor
shared-ride trips?

It may be wise to explicitly discuss
these concerns with providers in
advance in order o avoid prob-
lems later when the program
Ppecomes operational.

Some providers (taxi companies in
particular) will have a general sus-
picion about taking part in pub-
licly sponsored programs. In some
cases, this will be connected to a
reluctance to make records public.
Some areas have found that if one
provider can be convinced to par-
ticipate, others will ask to partici-
pate as well once the program is
operating.

The subsidizing agency’s major
concerns will be:

= WiIll providers abide by all of
the program rules — entforcing
use limits, accurately collecting
fares, completing records, etc.?

= Will the desired level and qual-
ity of service be made availa-
ble to program participants?

= Will the providers be liable for
personal Injury or property
damage occurring on trips?

= What means of recourse or
penalties can be used upon
discovery of program fraud on
the part of providers?

s Under what conditions can the
provider be refused reimburse-
ment (for example: incorrectly
completed vouchers, trips by
riders which have exceeded
their subsidy limlts)?

As emphasized in Section C, every
effort should be made by the sub-
sidizing agency to see that provid-
er's concerns are met. A minimum
of “intrusion” into their service and
operational policies should be the
goal. Arrangements for reimburse-
ment should be made so that it is



76

as expeditious as possible. Adminis-
trative requirements should be
kept to a minimum and made as
simple as possible. However, the
subsidizing agency should of
course ensure that providers meet
certain minimum requirements
(adequate insurance coverage,
safety of vehicles, good business
practices, dispatching
equipment).

Depending on the complexity of
the subsidy mechanism and pro-
gram use limits, and on the risk-
aversity of the subsidizing agency,
negotiations can culminate with a
formal contract or a simple letter of
infent by providers agreeing to
abide by program rules.

In the West Virginia (16) state-
wide user-side subsidy program,
where many different service pro-
viders were involved, the subsidiz-
ing agency required providers to
submit a simple application in
order to recelve a “certificate of
autherization” to participate in
the program. Requirements were
that the provider had to have a
certificate of convenience and
necessity, and meet public utility
commission regulations for insur-
ance coverage, vehicle safety
inspection and fare structures,

Table 1.1 presents a “master list” of
provisions which have been
included in user-side subsidy pro-
gram taxi contfracts. It should be
noted that the provisions shown in
the table will not necessarily be
required; they are only illustrative of
items to be considered in drawing
up a contract. \
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Table 1.4 User-Side Subsidy Taxi Contract Provisions

Insurance u type and amount of coverage against losses,
claims, damages, and expenses
= proof of insurance coverage
Service s days and hours of service
Speclfications = guaranteed availability to users (fines for refusing

service)

vehicle types and condition

driver sensitivity training

complaint monitoring and reporting
driver assistance required

Program Rules

definition of eligible users, required type of proof

m definition of service restrictions: place of origin, des-

tination, trip length, trip purpose
calculation of user and subsidy costs

required procedures for completion of vouchers,
collection of scrip, coupons

required procedures, timetable for submitting and
receiving reimbursement for coupons, vouchers,
scrip

Accountability

all records subject to audit
service subject to regular monitoring
back-up financial, operating data required

length of fime relevant records must be retained
after payment by provider

Contract
Termination

grounds and notice required by either party (Acts
of God, labor disputes, strikes, depletion of project
funds, unsatisfactory service, etc.)

Fares

specified fares for users, non-eligible escorts, and
shared-ride trips

rates shall not change during life of contract
rates shall not exceed those prescribed by regula-
tory agency

fare meters must be accurate to within .1 mile

rates charged to non-program users are not sub-
ject to compensation

any available discount fares according to stand-

ard practice should be made available to pro-
gram participants.

Other

trips eligible for other Federal, state, or county
agency reimbursement will not be approved

right is reserved to contract for similar services with
other similar providers
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1.1 Seattle Taxi Driver's Guide

Drivers’ Guide
to the Metro
Taxicab Scrip
Program

WHATISIT

Taxigab scrlp is being sold at a-dis-
counted price to provide transpor-
tation for low-income elderly and
disabled people who have no othér
means of travel.

HOW 1T HELPS THE DRIVER

Metro’s Taxicab Scrip Prog'ram re-
places the ofd City of Seattle pro-
gram which was paid for with de-
ductions from taxicab drivers’ wages.
Metro pays the full ¢ost of the new
program itself, so cab drivers are no
longer sub5|d|zmg the fares of scrlp
users.

By enabling people, .who otherw1se
gould ot afford it, to take taxis, - the
Scrip Program |ncreasei busmess S0
everybody benefits.

WHAT'S EXPECTED OF YOU—
THE TAXICAB DRIVER

1. Ask to see the passenger's
Metro Reduced Fare Permit
when you are given Metro scrip
for fare payment. On the back
of the permit wilt be either a
green Metro card or a white City
of Seattle Seniar Citizen fdenti-
fication card with 4 Mbtro Scrip
1.D. number. (See &t tight—»)

2. Record the passenger's Metro
Scrip ID numbeér in your trip
log in addition fo the usual infor-
mation.

3. Accept the scrip. Eligible passen-
gers can use Metro scrip for all or
any part of the meter fare, but
not for tips.

4. Tu‘!ﬂ it the scrip to the taxicab
company at the end of each
shift.

YOU €AN HELP

You can help make this Taxicab Pro-
grarh a success:

He aware that passengers might
need assistance from you,

Qffer help if it appears needed.
Then respect the decision of the
passenger to accept or reject
your aid.

And thanks for your help in méking
the program work.

METAG REDUCED FARE PERAMEY

Ve Nhon wmnlitied foe Maws's Raensd Fary Fra
tnm-ul—wt—n-

. A ol (e
Senior Gitizen Identification Card 1 e : sy - -a-_,-
CITY OF SEATTLE _._ pripi

Mkryor CONAM 1D, NUMSSR

ACO-AT08Y
Iimued by Mayars Office lor Senior et | ————e———|
(AR FENEXENE LRN NN
METAQ TRANSITS
Taicab Scnp Progeam
\D & _:_. BAQ-AGS27
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II.2 Milwaukee Taxi Contract

CONTRACT

This Agreement made and entered into this day of

, 1982, by and between Milwaukee County (hereinafter

referred to as the "County"), and

(hereinafter referred to as the "Company").

WHEREAS, the County has many handicapped and disabled citizens
in need of reasonably priced transportation; and

WHEREAS, there currently exists in the County, companies which
are experts in the field of providing transportation to handicapped
and disabled individuals; and

WHEREAS, the County received a grant from the Wisconsin Depart-
ment of Transportation to develop and implement a User-Side Subsidy
Program for handicapped and disabled residents; and

WHEREAS, the County has budgeted additional funds to support
transportation services for the elderly and handicapped; and

WHEREAS, the Company provides transportation services to handi-
capped and disabled residents; and

WHEREAS, the County and the Company are desirous of cooperating
on the implementation of the User-Side Program (hereinafter referred
to as "Program");

NOW THEREFORE, THE COUNTY AND THE COMPANY AGREE TO THE FOLLOWING:

1. TERM. The term of this Agreement shall be from the date

of this contract until either December 31, 1982, or all
the Program funds are expended, whichever occurs first,

2. DESCRIPTION OF THE PROGRAM: The Program shall be subject

to the following:

A. The County will subsidize trips provided by the Company




to only those Milwaukee County residents who require
the use of a wheelchair, a walker or crutches, or who
are legally blind and are enrolled in the Program.

The County will only subsidize trips provided by the
Company within Milwaukee County up to a maximum of
$9.50 for a person confined to a wheelchair and $6.50
for all other eligible persons.

Arrangements for transportation are to be made by the
patron with the Company.

All patrons shall show a proper identification card
before receiving a ride under this Program.

All patrons shall deliver $1.50 per one-way trip to
the Company according to the normal payment procedures
of the Company, and pay any cost exceeding the maximum-
subsidy limits of $9.50 for persons confined to wheel-
chairs and $6.50 for all other eligible persons.

The driver shall complete a trip voucher for the
remainder of the fare, sign it, and have the patron
sign it. One copy of this voucher is given to the
patron, one is retained by the Company, and the
original is sent to the County.

Any trip eligible for reimbursement from any other
Federal, State, or County agency shall not be

approved for reimbursement under the Program, i.e.,
Title 19 or 20 of the Social Security Act, Title 3

or 7 of the Older Americans Act, the Veterans Admin-

istration, The Division of Vocational Rehabilitation, etc.
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Program elements such as, but not limited to, eligibility
requirements, maximum subsidy limits, and initial user

fee may be subject to change upon reasonable notice during
the course of this Agreement at the discretion of the

County.

OBLIGATIONS OF THE COMPANY:

A.

The Company shall avoid any undue delay of any patron,
either at point of pick-up or enroute and will strive to
pick up Program patrons in a timely fashion.

The Company will govern vehicle staging and routing.
Drivers employed by the Company will assist patrons, from
the point of origin, into and out of the vehicle, and
into the destination as needed.

The Company shall provide any available discount fares,
according to their standard practice, to patrons of the
Program.

The Company understands that the County may contract with
similar transportation carriers for the provision of

like service.

The Company shall submit, in writing, the fares that
shall be in effect for the life of this contract.

The Company agrees to indemnify and save harmless the
County against any claims for injury or damage resulting
from its operation of this service and shall provide the
County with a certificate of general liability insurance
specifying the 1limits of its coverage. Such limits shall

be in amounts which are acceptable to the County.
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HOURS OF OPERATION: The Company shall operate vehicles for

this Program during their regular operating hours for other

patrons.

REIMBURSEMENT FOR RIDES: The Company shall submit all vouchers

for subsidy to the County for approval and reimbursement.

Approved vouchers will be paid twice monthly according to the

following:

A. Payment periods are from the first (1st) to the
fifteenth (15th) of each month and from the sixteenth
(16th) to the last day of the month.

B. Vouchers received by the County within four (4) working
days of the end of the payment period, if approved, will
be paid within ten (10) working days of receipt.

C. Vouchers will not be approved by the County for trips
which are reimbursable under other programs.

D. Any vouchers which are submitted by the Company to the
County later than four (4) working days after the end of
the payment will be processed during the next payment
period by the County. Other payment arrangements may be
made by mutual agreement.

INTERRUPTION OF SERVICE: The Company shall be excused for

failure to perform services under this Agreement if said
service is prevented by reasons of Acts of God, strikes, labor
disputes or other occurrences over which the Company has no
control.

In the event the Company or the County shall fail to comply
with this Agreement, then this contract may be terminated

by the aggrieved party.
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8. MODIFICATION OF AGREEMENT: This Agreement may be modified

periodically by mutual consent of the parties in order to
meet the changing transit needs of the Milwaukee County
handicapped population and to better evaluate the Pro-
gram.

This Agreement shall terminate if the funds to be provided
by the Wisconsin Department of Transportation and the County are
exhausted prior to December 31, 1982.

This Agreement shall, at all times, be subject to the rules
and regulations of the Wisconsin Department of Transportation and
the legislation under which the grant was appropriated.

IN WITNESS WHEREOF, the parties hereto have executed the

Agreement the day and the year first above ﬁéntioned.
MILWAUKEE COUNTY

Date By

Date

PRIVATE TRANSPORTATION PROVIDER




1.3 Lincoln Taxi Contract

AGREEMENT FOR TAXI TRANSPORTATION FOR
PERSONS ELIGIBLE FOR USER-SUBSIDY PROJECT

THIS AGREEMENT made and entered into this 5 e day of
Hegpuaey , 1982, by and between the City of Lincoln,
Nebraska (hereinafter referred to as "CITY") and Yellow Cab Company, a
Nebraska Corporation (hereinafter referred to as "CONTRACTOR").

WHEREAS, the CITY desires to evaluate the use of taxi service as a
means of supplementing the LTS Handi-Van program for persons unable to use
conventional bus service; and

WHEREAS, the Lincoln Transportation Department, in conjunction with the
Mayor's Advisory Committee on Special Transportation Programs, has developed
a specific proposal for the implementation, administration, and evaluation
of a six month demonstration project involving the use of taxis for specialized
transportation, and

WHEREAS, the CONTRACTOR possesses the necessary capabilities and resources
to provide taxi service in accordance with the terms and conditions of this
Agreement,

NOW THEREFORE, the CITY and CONTRACTOR, for the consideration and under
the conditions set forth do agree as follows:

1. GENERAL CONDITIONS

1. Beqinning of Service: The CONTRACTOR shall not commence work under this
contract until authorized to do so in writing by the CITY or its authorized
representative.

2. laws to be Observed: The CONTRACTOR shall make himself familiar with, and at
all times shall observe and comply with Federal, State and local laws,
ordinances, and regulations which in any manner govern or affect the conduct
of the work and shall indemnify and save harmless the CITY and its representa-
tives against any claim arising from the voilation of any such law, ordinance
or regulation, whether by himself or by his employees.

3. Permits and Licenses: The CONTRACTOR shall procure all permits and licenses,
pay all charges and fees, and give all notices necessary and incident to the
due and lawful prosecution of the work.

4. Insurance: The CONTRACTOR shall indemnify and save harmless the City of
Lincoln, Nebraska from and against all Tosses, claims, damages, and expenses,
including attorney's fees, arising out of or resulting fram the performance
of the contract that results in bodily injury, sickness, disease, death, or
to injury to or destruction of tangible property, including the loss of
use resulting therefrom and is caused in whole or in part by the CONTRACTOR,
any subcontractor, anyone directly or indirectly employed by any of them or
anyone for whose acts any of them may be liable. This section will not require
the CONTRACTOR to indemnify or hold harmless the City of Lincoln for any

105?95. claims, damqges, and expenses arising out of or resulting from the
negiigence of the City of Lincoln, Nebraska.

CCNTRACTOR shall not commence work under this contract until he has obtained
all insurance required under this Section and such insurance has been approved
by the City Attorney for the City of Lincoln, nor shall the CONTRACTOR allow
any subcontractor to commence work on his subcontract until all similar
insurance required of the subcontractor has been so obtained and approved.

A. Workmen's Compensation Insurance and Employer's Liability Insurance

The CONTRACTOR shall take out and maintain during the life of this contract
the applicable statutory Workmen's Compensation Insurance w1th_an insurance
company authorized to write such insurance in this state covering all his
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employees, and in the case of any work sublet, the CONTRACTOR shall require
the subcontractor similarly to provide statutory Workmen's Compensation
Insurance for the latter's employees. The CONTRACTOR shall take out and
maintain during the life of this contract, Employer's Liability Insurance
with a limit of $100,000 in an insurance company authorized to write such
insurance in all states where the CONTRACTOR will have employees located

in the performance of this contract, and the CONTRACTOR shall require each
of his subcontractors similarly to maintain common law liability insurance
on his employees.

B. Public Liability Insurance

i. The CONTRACTOR shall maintain during the life of this contract,
Public Liability Insurance, naming and protecting him and the City
of Lincoln against claims for damages resulting from (a) bodily
injury, including wrongful death, (b) personal injury 1iability, and
(c) property damage which may arise from operations under this contract
whether such operations be by himself or by any subcontractor or
anyone directly or indirectly employed by either of them. The
minimum acceptable Vimits of liability to be provided by such insurance
shall be as follows:

(a) Bodily Injury Limits $500,000 Each Occurrence
$500,000 Aggregate

(b) Personal Injury Limits $500,000 Per Person Aggregate
$500,000 General Aggregate

(¢) Property Damage Limits $300,000 Each Occurrence

$300,000 Aggregate

ii. The Public Liability Insurance required by the preceding paragraph
shall include the following extensions of coverage:

(a) The coverage shall be provided under a Comprehensive General
Liability form of policy or similar thereto.

C. Automobile Liability Insurance

The CONTRACTOR shall take out and maintain during the life of the contract
such Automobile Liability Insurance as shall protect him against claims
for damages resulting from (a) bodily injury, including wrongful death,
and (b) property damage which may arise from the operations of any owned,
hired, or now-owned automobiles used by or for him in any capacity in
connection with the carrying out of this contract. The minimum acceptable
Timits of liability to be provided by such Automobile Liability Insurance
shall be as follows:

(a) Bodily Injury Limits $500,000 Each Person
$1,000,000 Each Occurrence
(b} Property Damage Limit $250,000 Each Occurrence
or
(c) Combined Single Limit $1,000,000 Each Occurrence

(Bodily Injury and
Property Damage)

D. Certificate of Insurance

The CONTRACTOR shall furnish the City of Lincoln with a certificate of
insurance evidencing policies required in Paragraphs A, B, and C above.
Such certificates shall specifically indicate that the Public Liability
Insurance includes all extensions of coverage required in Paragraph B,
Subparagraph 2, above. Such certificate shall specifically state that
insurance policies shall give the CITY at least thirty (30) days written
notice in the event of cancellation of or material change in any of the
policies.

Subletting or Assigning of Contract: The CONTRACTOR will not be permitted to

assign, sell, transfer or otherwise dispose of the Contract or any portion
thereof, or his rights, title, or interests therein, without the written

approval of the CITY. The CONTRACTOR will mot be permitted to sublet any

portion of the Contract without the approval of the CITY. No subcontractor

gill, in any case, relieve the CONTRACTOR of his responsibility under the
ontract.
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1.

II. SERVICE SPECIFICATIONS

The CONTRACTOR shall provide efficient and prompt taxi service to all
persons eligible for the User-Subsidy Taxi Service Project. Service shall
be provided during the hours of 5:30 a.m. to 11:30 p.m. on weekdays, during
the hours of 8:00 a.m. to 8:00 p.m. on Saturdays, and during the hours of
8:00 a.m. to 2:00 p.m. on Sundays. The CONTRACTOR shall at all times have
sufficient vehicles and personnel to meet demand for service under the
Program.

The CONTRACTOR agrees to provide written sensitivity/awareness training
information to all taxi operators transporting passengers under this
Agreement. Such information will be prepared by the City or its author-
jzed representative and will include:

A. History of the Disability Movement.
B. Review of stereotypes and myths regarding disabled and elderly individuals.
C. Overview of "normalization theory".
D. Physiological and psychological aspects of various disabilities and
the aging process.

The CONTRACTOR agrees to maintain complete records of all complaints received
regarding service provided under this Agreement and agrees to forward to the
CITY a complete summary of all such complaints with the request for reimburse-
ment (Item 10(G) of this section).

A11 vehicles used in service pursuant to this Contract shall be conventional
4-door sedans equipped with two-way radios and shall at all times be main-
tained in thoroughly safe operating condition and shall be kept in clean and
comfortable condition for the transportation of passengers.

Compliance with vehicle specifications shall be subject to regular monitor-
ing by the CITY or its designated representative.

A1l taxi transportation service provided pursuant to this Contract shall

be limited to residents of the City of Lincoln for trips within the corporate
limits of the City of Lincoln or for trips originating or terminating in
Lincoln and which do not exceed a distance of five miles from said corporate
limits.

The CONTRACTOR shall permit the CITY or any authorized representative to
inspect all work, equipment, materials, and other records with regard to

the provision of service under this Contract and to audit the books, records,
and accounts of the CONTRACTOR with regard to said service. Such records

and documents shall be retained by the CONTRACTOR for a minimum period of
three (3) years after final payment hereunder.

The CONTRACTOR shall be responsible for providing financial and operating

data as may be required by the CITY and/or necessary to comply with the require-
ments of Section 15 of the Urban Mass Transportation Act of 1964, as amended.
(See Appendix A.)

The CONTRACTOR agrees to abide by the Civil Rights Act of 1964, prohibiting
the withholding of services to any person upon the basis of race, color,
religion, sex or national origin.

In connection with the provision of taxi transportation service pursuant to
this Contract, the CONTRACTOR shall not discriminate against any employee

or applicant for employment because of race, color, religion, sex, national
origin, age, marital status, receipt of public assistance, or disability
which is not likely to interfere with his/her ability to control and

safely drive a motor vehicle. The CONTRACTOR will take affirmative action
to ensure that applicants are employed, and that employees are treated
during employment, without regard to their race, color, religion, sex,
national origin, disability, age, marital status, or receipt of public
assistance. Such action shall include, but not be limited to, the following:
employment, upgrading, demotion or transfer, recruitment or recruitment
advertising, layoff or termination, rates of pay or other forms of compensa-
tion; and selecting for training, including apprenticeship.
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10.

The COMTRACTOR shall employ only competent personnel skilled in the provision
of taxi transportation service and will assist the CITY or its designated
representative in resolving complaints regarding service provided under this

Contract.

The CITY or its designated representative shall establish and monitor
procedures to determine the eligibility of persons requesting participation
in the User-Subsidy Program and shall issue appropriate identification cards
to all persons eligible for the services provided under this Contract.

No person shall be transported under this Contract without such proof of
eligibility.

The CONTRACTOR agrees to comply with the following procedures regarding
payment for services provided under this Contract:

A. ATl requests for service shall be recorded in a manner prescribed by
the CITY or its designated representative.

B. A charge slip shall be completed by the CONTRACTOR as prescribed for each
one-way passenger (or "group") trip provided under this Contract between
a single origin and a single destination. For "shared" rides, a charge
s1ip shall be prepared for each origin-to-destination trip provided under
this Contract, regardless of whether the particular trip is made by an
individual or a group. (See Appendix B).

C. For the transportation of persons eligible for service under this
Contract, the following conditions and maximum rates of compensation
to the CONTRACTOR shall apply:

USER ONE* ADDITIONAL CITY TOTAL
CHARGE  ESCORT RIDERS COMPENSATION COMPENSATION
$.60 Free $.60 per trip Difference be- Metered Fare for
per (if same ori- tween total designated trip.
trip gin/destination paid by user
as user) plus additional

riders and total
metered fare.

*If Eligible.

D. The "TOTAL COMPENSATION" described in Paragraph 10(C) shall constitute
and be accepted by the CONTRACTOR as payment in full for the services
provided under this Contract. Persons transported under this Contract
shall not be charged more than the amounts designated, nor shall the CITY
provide to the CONTRACTOR more than an amount which, together with the
User Payment, equals taxi rates approved by the Nebraska Public Service
Commission.

The CONTRACTOR shall not seek or receive from any source any additional
compensation other than that described in Paragraph 13(C) of these
specifications for any transportation provided under this Contract.

E. Rates charged those persons not eligible for the User-Subsidy Program
who are transported with eligible persons, shall be based on taxi
transportation rates established by City Ordinance and shall not be
subject to any compensation pursuant to this Contract.

F. The CONTRACTOR shall maintain daily records in such manner and form as
may be prescribed by the CITY regarding the number of vehicle trips and
passenger trips provided. Such records shall include the program I.D.
number(s) of persons using the service, time of pickup, time of drop
off, trip mileage, total daily mileage, etc.
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G. The CONTRACTOR shall prepare and submit to the CITY or its designated
representative within five calendar days of the 15ti and 30th day of
each month a summary of trips provided under this Contract, copies of all
charge slips for which reimbursement is requested, and a request for
reimbursement of the amount designated as WCITY COMPENSATION" in 10(C)
of these specifications. Following a review and verification of this
submission, the CITY shall provide within 21 days to the CONTRACTOR the
amount requested, subject to corrections which result from review and
verification by the CITY or its designated representative.

11. Drivers providing taxi transportation under this Contract shall assist
passengers entering and exiting taxi vehicles and shall provide personal
assistance necessary to achieve safe passenger movement between the taxi
vehicle and the passenger's home (or other point of departure/arrival.)
Passengers in wheelchairs must be able to transfer from the wheelchair to
the taxi without driver assistance.

12. This Contract shall remain in effect for a period of six (6) months from the
date on which the Service Contract is entered into between the CONTRACTOR
and the CITY. The Service Contract may be cancelled by either party upon
thirty (30) day written notification to the other party. The provisions of
the Contract documents may be amended at any time by mutual written agreement.

13. The CITY will notify the CONTRACTOR when program riders have expended their
full entitlement for taxi service. Transportation provided by the CONTRACTOR
subsequent to receipt of such notifications shall not be subject to reimburse-
ment by the CITY.

IN WITNESS THEREOF, they have executed this Agreement the day and year
first written above.

ATTEST: CITY OF LINCOLN

Helen G. Boosalis, Mayor

ATTEST: Yellow Cab Company
,/,ﬁ

~

BB sore

Z\as to Form: Approved:

2.
ACSggftity Attorney ___ _— ‘Ujrfzfj of/\ransportation
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Ongoing
Monitoring
and
Program
Refinement

Just as fixed-route services monitor
ridership and service productivity in
order to adjust fare structures and
service levels and design more
effective marketing strategies, so
must user-side subsidy programs.
Selection of performance indica-
tors to be monitored should be
based heavily on the ease of col-
lecting the necessary information,
its potential value for assisting pro-
gram modification decisions, and
public accountability require-
ments. Keeping accurate and tho-
rough records of program cost and
performance is a necessity as all
programs may eventually be
audited.

Monitoring Program
Components

The following components should
be considered for a user-side sub-
sidy monitoring program:

Outreach:
= what proportion of the
target population Is belng
served?

Service Quality:
= Are users’ trip requests
being accommodated?
Are they satlisfled with
response time for trips and
driver courtesy?

Program Abuse:
= |s there evidence of pro-

gram abuse on the part of
users — are tickets/scrip/ID
cards being transferred fo
Ineligible persons or sold
to providers are program
user limits belng adhered
to?

= |s there evidence of pro-
gram abuse on the part of
service providers — do
vouchers reflect actual
program use — are accu-
rate records being kept?

Subsidy Cost:

= how does actual frip
demand (total and per-
user) compare to pre-
dicted demand?

= how does the average
subsidy per trip compare
with predictions?

Outreach can be measured by
keeping track of program registra-
tion. (If no registration process is
instituted, a rough idea can be
obtained by tracking numbers of
vouchers subsidized, tickets distrilo-
uted, or value of scrip sold.)

Service qualilty can be monitored
by establishing a mechanism by
which user complaints are either
directed to the subsidizing agency
or compiled and reported by the
service providers. Surveys of users
can provide a more systematic
evaluation, if desired. For example,
Milwaukee included a brief survey
on the reverse side of their prograrr
vouchers. It should be kept in mind
however, that good quality survey
information may be difficult to
obtain from an elderly/
handicapped user population.

Program abuse can be monitored
by keeping close tabs on ticket/
scrip purchases by individual users,
closely examining vouchers and
requiring back up trip logs for
cross-checking purposes. However,
these procedures may be time
consuming and not worth the costs
involved. A periodic “'spot check”
approach combined with frequent
discussions with drivers, dis-
patchers, ticket/scrip outlets, and
staff who register users may be a
less costly yet effective alternative.
If fraud is discovered, changes in
program use restrictions should be
considered fo correct the matter.



Monitoring Subsidy Costs

Monitoring the total subsidy cost of
a program as time goes on is a
simple matter of keeping a running
total of voucher amounts, scrip, or
coupons received for reimburse-
ment. However, a total cost figure is
not very informative — it doesn’t
reveal anything about the number
of trips taken, the actual per-trip
subsidy costs, or the trip frequen-
cies of different users. This kind of
information is necessary to devise
appropriate program refinement
measures when subsidy costs are
considerably higher or lower than
expected. It is also necessary for
ensuring proper enforcement of
program use limits discussed in
Section D. While many programs
compile user-specific information
by hand (e.g., Lincoln, NE), some
have gone to an automated sys-
tem for keeping user records cur-

rent. For large programs, manual
checking of individual trip records
will be very time consuming and
should be avoided if possible.

Table J.1 displays the information
collection mechanisms required to
monitor total number of trips, sub-
sidy cost/trip and per user with
voucher, scrip and coupon systems.
Table J.2 lists the types of data one
might want to compile and
include in a management infor-
mation system. It should be
emphasized that the costs of col-
lecting information should be care-
fully weighed against how useful
the information will be to assist
ongoing program management
decisions. Sampling procedures
(i.e., compilation of detailed trip
information for only a portion of
trips) should be considered as an
alternative to continual detailed
processing of every trip record.
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Table J4 Mechanisms for Monitoring

Subslidy

Subsldy Per User Cost/Trip Number of Trips
Voucher User IDs recorded on vouchers, Recorded on # vouchers received for
Systems cumulative use monitored by voucher reimburserment (optional:

providers, subsidizing agency trip log completed by

provider as back-up)

Scrlp User IDs recorded on scrip at Recorded on Trip log completed by
Systems distribution points, cumulative driver trip provider

use monitored by subsidizing log

agency when scrip is returned

for reimbursement; or

Sales of scrip fo users

recorded at distribution points

(no guarantee that scrip

sold will be used)
Coupon User IDs recorded on coupon Designated # coupons received for

at time of sales, or atf time of value of reimbursement (optional:

trip, cumulative use monitored coupon trip log completed by

by subsidizing agency: or

Sale of coupons to users re-
corded at distribution points
(no guarantes that coupons
sold will be used)

provider as back-up)

TableJ.2 Managementinformation System Components

4. Record of each Individual
trip (from voucher or 10Q):

User ID #

provider name

trip time and date

trip origin & destination
trip purpose

user payment

subsidy amount

2. Use by Individual riders:

all frip records for the user
cumulative # of trips made
cumulafive subsidy

3. Aggregate usage:

# trips (in time series form)
total subsidy to date
average subsidy per trip

4. Scrip/coupon disiribution

sales records

value of scrip or # coupons
distributed per week for
each outlet (separated by
user ID #'s if desired)




S

B
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J.1  Sample Trip Log Form

12

13

14

18
19
20
21
22
23
24

25

LOG FORMAT TO ACCOMPANY TICKET RETURNS

COMPANY:
DRIVER:
DATE:

1.D. No. ORIGIN ADDRESS DESTINATION ADDRESS

FARE

TIME
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